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EDITC 
%: Within 250 miles there reside:— 
z CURR 
: My One-third of the population of the United States. 
T The richest producing population in the United DECIS 
Wa States. . 
+ 
L The greatest consuming population in the United 
T [ k ~ f Y [ States. 
| ook Betore You Locate 
1 
1, Starrett Lehigh Building, bounded by West 26th and 
ik West 27th Streets and 11th and 13th Avenues, New 
BS York City, affords an excellent location for manufac- 
: 2 turing and distribution. | 
a ‘ IT HAS — | 
4 
Bi ® Lehigh Valley Railroad freight terminal on street level. | 
4. Freight elevators direct to platform in rail yard. 
® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 
$ ® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 
® Low insurance rates. 
® Live steam for manufacturing purposes. ion 
q r ® Fast passenger elevators. L0ss 
; ® Restaurant and barber shop. Sc 
INVESTIGATE THE ADVANTAGES OF THIS BUILDING ; 
You will find it easily adaptable as your Eastern manu- Harbor—30 ft. deep with 1,000 ft. turning basin; : 
’ = ee e ‘ 143 miles from sea. HEAI 
facturing and distributing P ant, sales and display Channel—27 ft. deep; in unobstructed tidal river. 
offices. It is situated on wide thoroughfares in the Docke—5,000 ft. with chipside trackage. or 
center of Manhattan. Sheds—Sprinkler protected fireproof construction. THE 


Nati ly-k d f Grain Elevator—13,000,000 bu. storage. ” 
ationally-known concerns, already occupants o the henselae tit enti adeia cial. 


building, have been able materially to lower their New Port District Railroad connecting with trunk rail- non 


York operating costs and at the same time increase roads serves water front. NLA 

hair afte! Y h Industrial Area—pavement, water, sewers; power 

their efficiency. You, too, can save here. coadl call tealiialon. bue, 
For complete information address: TRA 


Starrett Lehigh Building mae — 
| D. R. CROTSLEY, Manager, 601 Wes 26th sre Albany Port District Commission 
aaa 74 Chapel Street, Albany, N. Y. 
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HALLOWE'EN IS A DAY 
OF BLACK MAGIC. . 


But there is no black 


magic in the growth of 
North American Car 


Service 


© 


North American's consistent 26-year 
record of progress is the logical result 
of a natural development. Under 
present-day competitive conditions, 
business men realize that any idea that 
adds to the reputation of their com- 
pany is an idea worth considering.... 


TAN K, 
ak RIGERATO, Cars whose appearance and condition 


centcs tell a story of QUALITY add to 


a: et reputation by creating a favorable 


impression.... And because North 
American concentrates on this ‘type 
of car, it is natural that a steadily grow- 
ing group of shippers should take 
advantage of North American Service. 


a 
A North 


American 
Car Lease 
ls Sound 
Business 
Economy 


segs 


NORTH AMERICAN 
CAR CORPORATION 


DALLAS, 327 South La Salle St., Chicago 


Texas 
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New Booklet Explains 


Why many shipments are lost | 
—and describes a practical way | 
to end this needless expense. 
Send for your free copy today. 


M., we send you a 


copy of our new booklet, “Please Trace 
Shipment’? It describes a test you can 
make to demonstrate why the Duo-Safety 
Tag (samples enclosed in booklet) prevents 
loss of shipping identification if tag is torn 
off—as happens so many times a day, causing 
heavy expense to shippers and customers. 
This booklet shows how you can save money 
and protect valuable business. Please send 
for your copy today. 


Duo Safety 
Protection, 


INTERNATIONAL 
TAG & SALESBOOK Co. 


319-329 N. Whipple Street 
Chicago Illinois 










International Tag & Salesbook Co. 
319-329 N. Whipple Street, Chicago, Illinois 


Please send me, without obligation, a copy of your 
¢ booklet “Please Trace Shipment’ and samples of 
fi the Duo-Safety Shipping Tag. 
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ROUND AMERICA 
FIRST 771 CLASS 


President Liner comfort, low cost, and the variety of travel 







by land and sea combine to make this a particularly in- 





viting trip. This fare takes you, First Class, from hometown 


to hometown. It includes two weeks at sea en route to Cali- 






fornia, via Havana and Panama, aboard a Round the World 















President Liner—and rail fare by any direct route across te 

the United States. For details about other popular Presi- 

dent Liner cruises, see your own travel agent, or... u 
DOLLAR i 

New YorRK ~ CuicacGco ~ SAn FRANCISCO 





‘Most Shippers Prefer Galveston— | 


Because of the Assurance of 
Efficient Service and 


Quick Dispatch 















GALVESTON—ON THE OPEN SEA— 
IS A CO-ORDINATED PORT 


ALL SERVICES FUNCTION UNDER 
SINGLE MANAGEMENT 





80th Year Continuous Operation 


CALVESTON 
WHARF COMPANY 


Established 1854 
F. W. Parker, V. P. & G. M. 





Geo. Sealy, President 
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NATURAL RESOURCES and IDEAL 
SHIPPING FACILITIES MEET IN 
C and O TERRITORY 












MMAUSEPY cons on the hunt for lower expenses—is moving into S 


territory. For industry is learning that, in the country adjoining the QS rient-of-way, nat- || q 





ural resources and raw materials combine with superlative shipping facilities to bite deep | i 
into overhead. | | 
The territory is second to none in the accessibility and quality of its coal, oil, and natural 


gas. It contains quarries of finest limestone; deposits of top grade silica sand, salt fire clay; 





and splendid water power sites and hardwood lands. Thus it brings both fuels and materials | | i 


close to the door of the manufacturing plant. And their costs, in consequence, are down. ees 
: | 





Add to these considerations the fact that SB facilities provide not only fast, convenient 
freight service; but also through connections to the Great Lakes and the sea; and it becomes 

apparent that Q territory is ideally suited to industry’s every requirement. | | 
If you are interested in lower costs, better shipping service, and strategic location in relation | | : | 
to markets, write for detailed information. You will find not only the Chesapeake and Ohio, 
but also the progressive, cooperative communities within territory glad indeed to help 


you solve your problems. ) 


CHESAPEAKE 2"¢« OHIO 


‘“'“TIHTE ROAD THAT SERVICE BUILT’ 
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Like the Mails 
the Freight 
Goes Thru 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigatiom as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





-+--2--@- 


ARTICLES ON TRAFFIC LAW 

yee Traffic World this week publishes the first of a 

series of ten articles on “Traffic Law” written by 

(i. Lloyd Wilson, professor of transportation and public 

utilities, University of Pennsylvania, and chairman of 

the committee on education and research, Associated 
Trafic Clubseof America. 

The importance of a knowledge of the elements of 
the law of interstate commerce or traffic law has become 
ncreasingly apparent to all who have been engaged in 
traffic management in recent years, whether in carrier 

industrial traffic work. The development of a body 

aw, based on the common law as developed and in 
ferpreted by the courts, and on statutes, particularly the 
iterstate commerce act, requires that carrier rate and 
ff men, solicitors and traffic officers, and industrial 








PAGE 725 


LE PP DD OOO OS OOO ® 








and commercial traffic managers and their staffs under 
stand the legal principles that govern the rights and 
duties of carriers and shippers in connection with freight 
trafiic. 

This brief series of articles is published with the 
hope that some of the fundamental principles of the law 
as applied to the movement of freight traffic in interstate 
commerce in the United States may be of interest and 
value to carriers and industrial traffic men and to stu 
dents of transportation and traffic management. The treat 
ment is brief because of the limitations of space and, for 
this reason, special effort has been made to state and il 
lustrate principles rather than to undertake elaborate 
discussion, The provisions of the law as found in the 
common law in the Constitution of the United States 
and in the act of Congress are supplemented by decisions 
of the federal courts with special emphasis on decisions 
of the United States Supreme Court. 

1. Inter 
Carriers subject to the interstate com 


The series will cover the following subjects: 
state commerce. 2. 
merce act and their duties, 38. Car service in interstgte 
commerce, 4, Undue preference and prejudice. 5. Special 
rates and rebates. 6. Embargoes. 7. The pooling of 
freight traflic. 8. The payment of freight charges. 9. The 
liability of interstate carriers. 10. Claims against inter 
state carriers, 

RAIL PENSION LAW 

NHIEF JUSTICE WHEAT, of the Supreme Court of 
C the District of Columbia, is not only sound, in our 
opinion, as to the unconstitutionality of the railroad pen 
tion act, but eminently sane in refusing to permit the Rail 
road Retirement Board to call on the railroads for money 
or information. As he himself remarked, he could not well 
hold the law invalid and at the sametime permit the board, 
through any act of his, to continue to function under it. 
Unless the railroads, then, voluntarily do something to 
nothing 
unless and until the U. S. Supreme Court overrules the 
That 


rather, 


cooperate with the board, it can accomplish 
district court and holds the law constitutional. 
ought to have been the condition from the start 

there ought to have been no board, or, if there was one, 
it ought not to have called on the railroads for money 


or endeavored to function or draw salaries until the 


question of constitutionality had been determined. The 


government, as usual, has the cart before the horse and 





—> 


ot 
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has endeavored to put 


into effect 
5 | before they were justified 
1) 


Salaries and duties 
, and the railroads, also as usual, 
i have been complacent and paid over money asked of them 
ie even while they were contesting the rig 
ment to ask it. They now have the 
behind them and it is te 
their complacency so 
spend time and money 
the terms of this 


question. 


ht of the govern 
ruling of the eourt 
hoped that they will not carry 
far as to continue 


» be 
voluntarily to 
in assisting the boar 


d to carry out 
ridiculous law while 


its Validity is in 


EASTMAN CAR POOLING PLAN 


% VERY editor has had the experience, many times, of 
being told that he doe 


‘sn’t know a thing about edit 


ing a publication, this by persons, who, by implication, 


declare they could show how 


the task should be done, 
Every hotel keeper and every farmer has had the like 
experience, Railroad executives are no exceptions, Fre 


quently they are 
the 


SO 


advised by holders of public 
cement in their heads. 
much 
about 


office about 
Usually, those who 
by implication really know little or 
the business or profession, work in 


assert 

nothing 
Which they 

are criticizing, 

All this is by way 


of suggesting that. 
car pooling recommendation 


incumbent. in our 


if the East 
lacks soundness, jt 
view, on railroad e 
its unsoundness go Clearly that even il 
will know it as a visionary thing or 
a dollar on the chance 
one cents. 


man 


IS 






xecutives to expose 






severnment officer 


a proposal to spend 
of getting back 








a hundred and 








The suggestions are made by 





men who have had a fair 








































will not Satisfy 
restoration of the 
those so interested know 


those interested 


in the railroads to health. of 


Few in 


anything about the handling th: 
of cars. But when experienced men such as O. C. Castle am 
and N, D, Ballentine put up an argument to show a say rm 
ing of $100,000,000 year that per 


suades Coordinator 
Eastman to put out the plan, 


worthy of intense study 
heretofore have 


with his blessing, it 
hot particularly by 
car pooling, 


is 


those who . 
. fed 
Jeered at but by men com 


for the jeering by asserting that a 


better way to handle 
cars is within the re 


for 
ach of the railroads Without stretch wha 
| ing that would hurt them. If the plan 


is impracticable. 
then it should be possible for men of experience to con 


‘ that 
vince reasoning men of that fact, Tru 
“u¢ 
This question of car pooling has been kicking around state 

for years. The car service division 


of the American 


Railway Association, undoubtedly, made the 


Service division was doing that. 


ear 
| pooling were insisting that, 


the advocates of 


at 
notwithstanding the good the 


been heard from motor 
it was as much 
ri 


{¢ 
‘unount of experience in railroading, Coming from a man ot 
who has had as much experience with the public phase of 
of railroad management as Joseph B, Eastman, a huff th 
ing and pufling about it 


their convention in 


eral authority, 


ship as a cure for the 


fo rail rates and practices, 


competitors 
will, 


a ee The Traffic World mee. 8 


division had done, 


the car could be made to 
more hoops than 


jump throng} 
had yet 


been held up before it. 
the regional coordinating 
must make answer 
there is nothing to 
discarded <A. R. A. 
organization of 
over individual railroads than its pre 
the Castle report 
would, if obeyed, 
would click like 


Of course. COMMittees, of 
cially, to Coord nator Kastman. 


Buy 
prevent 


the suecessor to the 
making itself useful, 
the railroads, vested 


hoy 
as the centr, 
with 


more power 


in taking 
Whether j, 
ation of something tha; 


decessor, 
to pieces and determining 
result in the cre 
a good machine. 

If the answer is in 
tion should be abl 


tees by 


the negative the new 
e to convince the eo 
arming them with 
sible for Coordinator ] 


Organiza 
ordinating commit 
facts that would make it pos 


Yastman to for 


get the plan for all 
time. The Proponents of the Plan offered what they 
called answers 


fo objections by 
arguments. Either 
plan should be so definitely 
forward could only huff and pull, or 
be taken to put the plan into effect. 


a fifth of the estimated probable saving would be wor }; 
thinking about. 


referring to differen; 
the arguments for t] 
refuted that those 


parts of their 
putting jt 
serious steps should 


A Saving of even 


GOVERNMENT OWNERSHIP AND T 


RUCKS 
TE pointed out last 


week, in an editorial on th 
nt Ownership, 
transport on 


subject of governme that nothing had 


this matter thoug! 
f the trueks as of th 
not taken 
the government 
would, doubtless, take over 
r, if it did not, othe 
oO meet a 


to the interest oO 
that the latter should 
le government, for the 


0k 


ailroads be 
tl reason that. if 
over the railroads, it 


Over by 


her agencies of transport, o 
transport would have t 


ey would not religh. 


r agencies 
kind of competition 
Much has hee 


n said to shippers about their interests 


this matter and the necessity of cooperation to the end 
(t rail transportation Shall not be made less valuable 
them through political operation, but what of the 
ickers, for 


instance ? 


The majority of them. as indicated by 


Chicago last week, 
themsely 


the results of 


are opposed to 
eral regulation of 


es, though there is a large 
, : and respectable minority of Common carrier truckers 
petent to come to a sound conclusion after hearing those : , 
, ; : . who believe their 
who have jeered and those who have laid the foundation 


best interests call for 


One of the things making it impossible 
the railroads to 


thrive and, thus, contributing to 
{ seems to some the necessity for government owner 
situation, is the unfaf® competition 
trucks under the present system. 
ractices—except spasmodically, intra 
any jurisdiction with relation 


regula tion by fed 


is offered by the 
‘k rates and | 


are not subject to 


The situation is unfair to the 
American railroads. Their rates are rigidly controlled by the Inter- 
freight car step much more efficiently than in the days state Commerce Commission while the r 
| before it took hold of the subject. But, even while the 


ates of their truck 
and they cut rates 
n this account are 
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are subject to no control 
losses of the railroads o 
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Current Topics in 
Washington 





At least one large industry likes 
Soft Coal Men Ask for the code feature of the New Deal 
and desires its continuance. At its 
fifteenth annual meeting the Na- 
tional Coal Association voted for a 
retention of the features of its code 
looking toward stabilization and rehabilitation for two years from 
April 1, 1935, “or until some permanent basis of sound recovery 

shall be established.” 

Hours of labor, rates of pay, and minimum prices, that a 
vear ago required the emergency step that was taken, in their 
estimation, still require maintenance of the present status. But 
the legislative committee that presented the resolutions favoring 
sitting tight was not ready at the convention to report the form 
f legislation deemed necessary. 

Disastrous price-cutting, probably the natural development 
following over-expansion of mining operations in the war period 
and competition from the petroleum fields, it is believed, made 
the coal industry cast friendly eyes on the code idea. That was 
especially in view of the fact that the New Deal seemed to mean 
an administration backing the unions in a determination to 
unionize all industries. 

A code that gave the coal diggers more wages by the unit, 
even if not as great earnings, a recognition of their unions, 
coupled to power to fix minimum prices for coal, it is believed, 
lured the industry into a deal with the unions whereby each got 
something. Thus far, the code has worked satisfactorily. The 
diggers get what they wanted and minimum prices are fixed for 
the operators, by the filing of the prices with the code authori- 
ties. Two years or more, if necessary, are desired by the indus- 
try in which the new deal shall operate. 

At this time no one knows how many or how few other 
industries will follow the lead of the coal men. Few now seem 
so inclined. Many seem to believe that codes have done them 
more harm than good. 


Continuance of Their 
Part of the New Deal 


It may be possible, though deemed 
highly improbable, that the big meat pack- 
ers are shedding tears on account of the 
supposed political difficulties of Upton Sin- 
Upton Sinclair clair in his ambition to be governor of 

California and banish poverty from that 
State. Upton’s book, The Jungle, purporting to show horribly 
insanitary conditions as prevailing in meat packing plants, stirred 
Theodore Roosevelt to such an extent that Congress passed the 
meat inspection law. 

The packers denied that such things as described in the 
Sinclair book, if they prevailed anywhere, were general. Memory 
Says they also pointed out that, if the disgusting conditions de- 
scribed prevailed anywhere, they so prevailed because state and 
municipal officers did not enforce the laws. The packers were 
put to great expense in defending themselves and keeping the 
legislation of Congress within bounds, Wherefore, it is suggested 
that, while it is possible the big packers have aching hearts on 
oe of Sinclair’s supposed political troubles, it is highly 
improbable. 


Big Packers May 
Be Weeping for 


Having no liking for the meaning 
millions attach to the word “Dutch” or 
“Dutchman,” the government of the 
Netherlands is doing everything pos- 
sible to persuade folks not to use either 
word to describe anything in their ter- 
ritory, Their Limburger cheese, it is believed the Netherlanders 
Will admit, is a good one and hope outlanders (uitlanders among 
them) will continue to eat it. But.don’t call it Dutch cheese, 
‘est somebody think it a German cheese, and, on account of 
the boyeott of things German because of Hitler's anti-Semitic 
oll y, refuse to bring it toward his nose. “Dutch,” applied by 
the English particularly to Hollanders, is so near like “deutsch,” 
‘he German Word meaning “German,” that the Netherlanders, 

’ include the Hollanders, even as Americans include Ohioans, 


Netherlanders Think 
There Is Something 


ina Name 
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believe it brings the curse of the boycott against Hitler on 
Netherland goods. 

The German word for the Hollander is “Hollander,” the O 
being an umlaut. The title of Wagner's opera is “Der Fliegende 
Hollander.” Only the English translate it into “The Flying 
Dutchman.” 

Until recent times English writers divided the Teutonic peo- 
ples and languages into High Dutch (Hoch Deutsch, in German) 
and Low Dutch (Platt Deutsch, in German), the English and the 
Hollanders, if not all Netherlanders, being among the Low Dutch. 
But now the more discriminating English writers say “High 
German” and “Low German.” An idiomatic translation of the title 
of Wagner's opera would be “The Flying Hollander.” 

But there are so many undiscriminating writers and so many) 
uninformed persons that the Netherlanders pine for release from 
the thralldom caused by the Englishman’s use of a word in 
vented by him and fastened on the Hollander. 

It may be in keeping with the 
canons of liberalism for one liberal like 
Secretary Ickes to snatch the laurel of 
great achievement from the brow of 
another liberal like Coordinator East 
man, as Secretary Ickes did when he 
said President Roosevelt and the Commission made W. W 
Atterbury cut his salary. Among mossback reactionaries, how- 
ever, the tendency seems to be to call that misrepresentation, 
on two counts. The first is that Coordinator Eastman suggested 
the salary cutting, and not the Commission (see Traffic World, 
October 27, p. 675). The second is that Mr. Atterbury, before 
the coordinator made his suggestion, took three cuts of 10 per 
cent and one of 5 per cent. The cuts were made before Presi- 
dent Roosevelt took the oath of office. 

Assuming that salary in a private corporation is something 
as to which a public officer has a rightful concern and, therefore, 
bound to be accurate, it may be said that Mr. Atterbury’s salary 
on December 1, 1929, was $150,000; on July 1, 1931, $135,000; on 
April 1, 1932, $115,425; and on March 1, 1933, $102,882.50. At no 
time while President Roosevelt was a nominated candidate for 
office, or in office, was Mr. Atterbury’s salary $150,000. Therefore, 
at no time could Franklin D, Roosevelt have suggested to the 
Commission, as implied in Secretary Ickes’ speech, that the $150, 
000 salary was too high, unless, while governor of New York, he 
began making imaginary suggestions to a federal government 
agency. 

Government employes and railroad workers took cuts in 
smaller percentages. Perhapsthat wasright. But it is suggested 
that officers of the Pennsylvania, subordinate in rank to Mr. Atter 
bury, also took cuts much heavier than taken by government or 
railroad workers \ 

But neither they nor President Atterbury got anything but 
ignoring or sneering from Secretary Ickes, who was grossly 
inaccurate in his prepared speech. Atterbury and other officers 
of the Pennsylvania cut their purchasing power, it is suggested, 
before the administration began cajoling and coercing employers 
to increase purchasing power by increasing wages. 


As an Exemplar 
of Accuracy Ickes 
Not So Splendid 


It may be that, somewhere in 
this land, bananas are grown in com- 
mercial quantities. It may be that, 
sometime or other, Louisiana shipped 
a carload of bananas that had been 
grown on its soil. It may be that 
the Rio Grande Valley, where everything not definitely fond of 
snow and ice seems to grow, may be growing bananas in com- 
mercial quantities. 

But there must be a reason for the Commission and its 
examiners always saying, in the banana reports they write, “rates 
on imported bananas.” The law does not require a vain thing 
One would not expect those who declare what the law on a 
point may be to indulge in the doing of vain things. 

Therefore, because they always say “imported bananas,’ 
somewhere under the stars and stripes of the continental United 
States, there must be domestic bananas about ready to move in 
interstate commerce. Of course, if bananas that have been 
brought into the country from a foreign land come to reb&t at a 
port or at an interior point, it may be that local rates may be 
come applicable to them, if they are moved to some other point 
But, it might be suggested, a movement on domestic rates would 
not change the fact that they had been imported. 

Invariable use of the words “imported bananas” must sig- 
nify that sometime soon bananas grown in Louisiana may move 
out in a railroad car. Or it may be that commissioners and ex 
aminers have seen the bananas that grow in the reptile house of 
the National Zoological Garden and expect some enterprising 
man to brave the wrath of the alligators and turtles that bask in 


A Compliment 
for Louisiana and 
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the shade of the banana “trees” growing in their domain, harvest, We are not, of course, suggesting that motor trang 
and ship them. 


ane ose port, in its desire to avert government ownership for thy 
The last of the Commission’s 
staff moved into its new building 
within the week. Tariff files, the 
board of suspension, the tariff sec- 
tion, and a few odds and ends of the 
Bureau of Traffic were the last to 
come. The first immigrants were members of Coordinator East- 
man’s staff. Mr. Eastman, as coordinator, moved before the 
Commission, the coordinator staff flight from the old building 
being in the last part of July and the early part of August, 


railroad or itself, stand aside and let the railroads hay 
All Commission Chicks 
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ness to the extent that they not only will permit | 
advocate a fair transportation plan; a fair transportatioy 
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plan means equalization of regulation, no subsidy for any 
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form of transport, and rates based on real costs. If 
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The new nest has been a fine place for exploration. Wonder- 
ful things have been found. The chief discovery, perhaps, is the 
fact that the supposedly fine hearing room is a hall of echoes. A 
find made recently is that many of the fine hearing qualities 
supposed to be in the ornate hearing room are to be found in 
some if not all the built-in telephone booths in the corridors, for 
the convenience of the clerks and the general public. The 
booths are parts of the buildings. 

They are six or eight feet apart, in alcoves. Many of them 
seem to take the voice to the top of the booth, throw it back 
to the floor and out through a ventilation inlet in the lower part 
of the door, for the benefit of anyone passing along in the 
corridor. Some of the booths send the voice of the one who 
is talking upward so that it is possible for it to be heard in the 
booth on the floor above. Lovey-dovey, telephoning to tootsey- 
wootsey, therefore, must whisper or find a booth that, on account 
of the construction of the building, is not also a broadcasting 
station.—A. E. H. 


GOVERNMENT OWNERSHIP AND TRUCKS 

(Continued from page 726) 
not covered merely by the amount of traffic they lose to 
irresponsible competition, but include also the curtail 
ment of revenue through reducing their own rates, in 
many cases, below a proper level in order to retain some 
of this traffic. 

In addition, the commercial motor vehicles use the 
public highways as a place of doing business. They pay 
something for this and they contend that they pay ade 
quately, but that question has never been satisfactorily 
settled. To the extent that they are thus favored by 
public contribution, while the railroads build and main 
tain their roadways entirely at their own expense, there 
unfair that 
costs such that, even under equalized regulation, they 


is an discrimination makes motor vehicle 
could still operate at an unfair advantage in competition 
with the railroads. 

Whatever may be the interests of motor transport 
in the matter of regulation, apart from the point we are 
now making—and there are many truck operators who 
share the opinion that motor transport should be regu 
lated in the same way rail transport is regulated, for its 
own sake, even under present conditions—it would seem 
to be obvious that any course adopted by motor trans- 
port interests that would hurt the railroads to the extent 
that their resulting crippled condition might inspire the 
government to take them over, would be much like biting 
one’s self in the leg. Considered from this point of view, 
the interests of the railroads are the interests of motor 
transport; if the railroads were taken over, the trucks, 
doubtless, would be and should be taken over also; if 
they were not thus taken over, then they would have an 
opportunity to observe first hand what government com 
petition means. They would not even have a place to 
air their grievances nor be able to find someone who 
could, if he would, do something for them. 


then, under such a system, some of the truckers ¢)u\\ 
not survive, they would have to perish; certainly, thay 
than for some of the railroads to 


would be no worse 


perish under the present system. If, also, under a fa‘ 
transportation plan, motor transport continued to make 
inroads on the the extent that 


could not operate at a profit, then the railroads, to that 


railroads to the latter 


extent, would have to go out of business, reorganize, oy 
what not, But what happens ought to happen only afte 
everything possible has been done to assure fairness and 


equality of opportunity. Government ownership ought 


not to come about as the result, to any extent, of an 
unfair system that is not cured because selfish interests 
and incompetent statesmen do not permit it to be cured. 


PRIVATE CAR MILEAGE 


and S. No, 4048, privately owned r¢ 
frigerator cars, has suspended for seven months from Novem 
ber 1, schedules listed in supplements Nos. 11 and 12 to Dea 
born’s I. C. C. No. 6, and supplement No. 3 to Jones’ I. C. ( 
No. 2926, relating to payment of mileage for the use of pr 
vately owned cars, chiefly refrigerators. The suspended sched 
ules were filed in purported compliance with the Commission's 
views in I. and S. No. 3887, which was heard with Ex Parte 
No. 104, part V, private cars, 201 I. C. C. 323. 

In the suspended schedules the carriers proposed to reserve 
to themselves the exclusive right to furnish refrigerator cars 
through their own ownership, by arrangement with non-ship 
per private car lines, by arrangement, through the Americal 
Railway Association with shipper-owned car lines of shippe! 
car-owners and required shippers to arrange for their refrig 
erator car supply through them; also they proposed to pay 
mileage for the use of non-owned cars only to the owners, not! 


The Commission, in I. 


the lessees. 


The schedules held up in I. and S. No. 4048 constitute the 

effort of the carriers to rearrange their plan to reserve the 
furnishing of refrigerators to themselves, to meet the view 0 
the Commission on similar schedules in the earlier suspension 
case, I. and S. No. 3887. 
Objections to the latest schedules were made by, among 
others, the Kohrs Packing Co., Davenport, Ila.; Oscar Mayer «& 
Co., Madison, Wis.; Memphis Packing Co., Memphis, Tenn.; 
Hunter Packing Co., East St. Louis, Mo.; Hygrade Food Prod- 
ucts Corporation, Roberts & Oake, Miller & Hart, Agar Pack- 
ing Co., Chicago, Ill.; Columbus Packing Co., Columbus, O., and 
George Hormal Co., Austin, Minn. 


Many letters of protest were also received from shippers 
of dairy products objecting to the new rules because, as lessees, 
they might not receive mileage on the cars rented by them, 
whereas, as they asserted, the large packers who owned their 
cars would continue to collect mileage allowances on cars owned 
by them and used to transport commodities in competition with 
the shippers of dairy products. 

In a joint petition filed by so-called small packers who 
did not own the cars used by them, but leased them from prt 
vate car companies, it was alleged that the proposed rules 
created new prejudice against’ the small packer lessee in favor 
of the large packer who owned the cars used by them, It was 
declared by them that under the new rules no portion of the 
mileage might be turned over to a lessee, even enough to 
cover the expense of their leasehold in the rented cars. The) 
declared that the railroads were not complying with the views 
expressed by the Commission in its report on I. and S. No. 38%/. 
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GRAIN FINDINGS REVERSED 


N a report on reconsideration in No. 25569, Alabama Grocery 
| Co. et al. vs. A. T. & S. F. et al., the Commission has re- 
versed the findings made by division 3 in the original report, 
x») I. C. C. 37, as to rates on grain and grain products from 
noints in Illinois, Indiana, Kentucky, Missouri, Ohio and Tennes- 
see to destinations in Alabama and Tennessee. In the original 

ort the finding was that the rates to Huntsville, Decatur, 
Cullman, Athens, Courtland, Leighton and Hartselle, Ala., and 
Lawrenceburg, Columbia and Pulaski, Tenn., had not been 
shown to have been or to be unreasonable or unduly prejudicial. 
New rates, based on that reversal, are to be effective not later 
than January 26. 

The object of the complaint was to restore the parity that 
ad existed prior to decisions in a number of cases, between 
the destinations named on the one hand and Birmingham, Mont- 
gomery, Nashville, Florence, Sheffield and Tuscumbia, which 
surround the destination territory, on the other. The decisions 
that had a bearing on the relation of those groups, to the 
jletriment of the complaining points, are Birmingham Traffic 
Bureau vs. St. L.-S. F., 118 I. C. C. 756; Capital Grain & Feed 
Co. vs. I. C., 118 I. C. C. 732; Nashville Traffic Bureau vs. L. & 
N., 118 I. C. C. 748, and Florence Chamber of Commerce vs. I. C., 
22 1. C. C. 653. All those cases were reopened for reconsidera- 
mn of the findings of undue prejudice and preference and for 
at purpose have been joined with No. 17000, part 7-A, Hoch- 
Smith grain and grain products in southern territory. This 
report says they are not reopened on any question concerning 
the reasonableness of the prescribed rates. The rates in ques- 
tion, the Commission said, were higher than those prescribed by 
t on like traffic to the surrounding points with which the com- 
plaining points compete, the carriers having changed the rates 
to the complaining points only to the extent of avoiding fourth 
section violations, the rates to surrounding points having been 
made in 1927. 

In this report the joint rates were found unreasonable to 
the extent they exceeded or might exceed those set forth in 
in appendix. Typical rates shown in that appendix are 18 cents 
from Memphis to Leighton, Ala.; 19 cents to Courtland, Ala.; 
-) cents to Decatur, Ala.; 21 cents to Athens and Huntsville, 
Ala. ; and 22 cents to Cullman and Hartselle, Ala.; from Cairo, 
lll., 24 cents to all the destinations mentioned in the complaint; 
from Louisville, Ky., 25 cents to Leighton, Courtland, Decatur 
and Huntsville, Ala.; 24 cents to Athens, Pulaski and Lawrence- 
burg, Tenn., and 26 cents to Cullman and Hartselle, Ala.: from 
St. Louis, Mo., 27 cents to Leighton, Columbia, Pulaski and 
Lawrenceburg, Tenn.; 28 cents to Courtland, Decatur, Athens, 
and Huntsville; and 30 cents to Cullman and Hartselle, Ala 

The Commission further found that the combinations based 

the river crossings were and for the future would be unrea- 
sonable to the extent that the factors east of the Mississippi 
River and south of the Ohio River exceeded or might exceed 
those also set forth in the appendix. Typical rates are as fol- 
ows: From Memphis, 16 cents to Leighton, Courtland, Columbia 
ind Lawrenceburg; 17 cents to Decatur, Athens, Huntsville and 
Pulaski, and 18 cents to Cullman and Hartselle; from Cairo, 22 
cents to Leighton, Columbia and Lawrenceburg; 23 cents to 
Courtland, Decatur, Athens, Huntsville and Pulaski; and 24 
cents to Cullman and Hartselle; from Louisville 22 cents to 
Leighton, Columbia and Pulaski on traffic specified in reference 
75) of Speiden’s I. C. C. No. 1449: 23 cents to Courtland, De- 
catur, Athens, Huntsville and Pulaski (also confined to traffic 
designated in reference (75)), and 24 cents on like traffic to 
Cullman and Hartselle; from Louisville on traffic specified in 
reference (76) to Speiden’s I. C. C. No. 1449, 25 cents to Leigh- 
ton, Columbia and Pulaski; 26 cents to Courtland, Decatur, 
\thens, Huntsville and Pulaski and 27 cents to Cullman and 
Hartselle. 

From St. Louis, 25 cents to Leighton, Columbia and Law- 
renceburg; 26 cents to Courtland, Decatur, Athens, Huntsville 
and Pulaski and 27 cents to Cullman and Hartselle. 

Chairman Lee, dissenting, said that in view of the-Commis- 
sion’s decisions in Anniston Traffic Bureau vs. L. & N., 169 I. C. 
C. 741, Lathrop-Marshall Grain Co. vs. A. T. & S. F., 186 I. C. C. 
135 and Climax Roller Mills vs. L. & N., 186 I. Cc. C. 793, in 
Which the rates on grain ahd grain products on the same level 
as those assailed herein were found not unreasonable and of 
the reopening of Oklahoma Miller’s League vs. A. & M., 128 
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I. C. C. 523, for further hearing with Hoch-Smith Grain and 
Grain Products in the South, supra, he said he was unable to 
concur in the finding that the rates were and are unreasonable. 
He said the rates assailed compared favorably with those from 
the same origin territory to many other points in the south- 
east. Commissioner Mahaffie and Miller joined in that dissent. 


GRAIN TRANSIT RESTRICTION 


In a report in I. and S. No. 3991, transit on grain in southern 
territory, the Commission, division 3, has found not justified 
an effort of southern carriers, by means of the cancellation of 
transit arrangements, to prevent wheat, dammed up on the 
Pacific coast on account of inability to meet competition in 
the orient, coming into southern territory via Gulf and south 
Atlantic ports. (See Traffic World, May 26, p. 1006.) It has 
ordered the suspended tariffs to be canceled and discontinued 
the proceeding. 

Millers in the interior or southern territory supported the 
carriers. Those near the ports opposed them. That was par- 
ticularly true of millers in Virginia, the Carolinas and Georgia 

The suspended tariffs proposed to restrict transit arrange- 
ments at intermediate points in southern territory, so that they 
would apply only when the traffic moved into the Gulf and 
south Atlantic ports on rates published in tariffs lawfully on 
file with the Commission, except grain grown in Maryland, Vir- 
ginia and North Carolina moving through Virginia ports. The 
carriers, however, said that if the Commission approved their 
cancellation of transit on grain coming in via the ports, they 
would make like restrictions on grain moving via Baltimore, 
Md., and Memphis, Tenn. Of course, the transit the carriers 
proposed to cut out applied on grain and grain products but 
they were aimed at Pacific coast wheat or Pacific coast flow 
or other products. 

The railroads contended that the restriction would put all 
southern mills on a parity and that the resulting rates would be 
reasonable. The Commission said that no evidence was intro- 
duced to show that the present rates, under which transit ap- 
plied, were not reasonable maximum rates. It pointed out that 
some carriers had established the transit after the proposed 
restriction had been under consideration. If a restriction as 
here proposed were imposed on grain and grain products mov- 
ing via Memphis, traffic moving over the government barge lines 
would be excluded although it originated in the same general 
territory as that which moved into Memphis by rail. 

It did not appear, said tde Commission, that under the 
proposed restriction the interior points would be able to com- 
pete with the Gulf and Atlantic ports. Respondents admitted, 
it added, that it was problematical whether any increase in 
revenue would result to the carriers or that any additional 
western grain or grain products would move by rail into the 
southeast. 

Testimony of parties supporting the respondents, the Com- 
mission said, was to the effect that the movement of wheat 
and flour from the Pacific northwest via the Panama Canal had 
materially and adversely affected their sales of flour in the 
southeast. That, it said, was not denied. The North Carolina 
protestants, it said, agreed that the exclusion of this grain 
and flour would be desirable but, as they pointed out, it would 
not be accomplished by the cancellation arrangements as here 
proposed. 

A substantial tonnage of grain and grain products, approxi 
mately 5,000 tons a month, the Commission said, moved all-rail 
from the Pacific northwest through Memphis to destinations 
eastward thereof prior to the increase in rates in 1920. When 
dependable service was established through the canal, it further 
observed, Pacific northwest wheat began to move into the south- 
east via the canal and Gulf and Atlantic ports, but that it did 
not become a disturbing factor until 1931 or 1932. 

The Pacific coast, says the report, has been unable to meet 
foreign competition in the exportation of wheat to the orient 
This, it says, has resulted in an accumulation of many millions 
of bushels of wheat in Washington, Oregon, Idaho and western 
Montana that is now seeking an outlet in southern territory. 

Data given by steamship agents whose lines handle the 
bulk of grain traffic at Jacksonville, Savannah and Charleston 
show that in December, 1933, 1,863,120 pounds of flour were 
received at Jacksonville, of which 5 per cent moved inland by 
rail, 5 per cent was delivered to local dealers and 90 per cent 
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to a local miller. In March, 1934, 2,796,520 pounds of flour 
moved into Savannah from the Pacific coast, of which 63.1 per 
cent was delivered to a local milling company and 2.6 per cent 
to local dealers at Savannah. 

The remaining 34.38 per cent moved inland, 11.9 per cent 
by rail, 14.4 per cent by truck and 8 per cent by water. Similar 
figures Were given for Charleston. Of the 2,388 tons received 
at that port, 399 tons moved inland by truck and 1,529 by rail. 

The Commission said that respondents were benefited by 
the transit arrangements to the extent that they resulted in the 
movement of traffic by rail that would otherwise move by truck. 


ANTHRACITE TO SOUTH JERSEY 


With Commissioner Miller dissenting on the ground that the 
decision was an “unwarranted taking from and whittling away 
of carriers’ revenues,” the Commission, by division 2, in No. 
25471, South Jersey Retail Coal Merchants’ Association et al. vs. 
Atlantic City Railroad Co. et al., in a report written by Com- 
missioner Tate, has found unreasonable the rates on prepared 
sizes of anthracite coal, from the anthracite regions in Penn- 
sylvania to Camden and other points in southern New Jersey. 
The extent of unreasonableness found is indicated by the figures 
hereinafter shown, taken from the order requiring the carriers 
to establish new rates not later than January 381. 

Complainants requested, said Commissioner Tate, that the 
assailed rates to all the destinations mentioned in the com- 
plaint be found unreasonable to the extent of their excess over 
the corresponding present rates to Philadelphia. 

After reciting a summary of cases in which the Commission 
had prescribed rates on anthracite, Commissioner Tate said the 
summary showed that, based on distance alone, the assailed rates 
to Camden were excessive. After saying that he reviewed what 
the Commission had done in Tri-County Coal Dealers’ Associa- 
tion vs. Atlantic City Railroad, 178 I. C. C, 213, he said that if 
the distances set forth by the defendants in the instant case 
were correct, then they overstated many of the distances which 
were set forth in the Tri-County case which were apparently 
accepted by division 4, 

In answer to representations by the carriers as to their finan- 
cial condition, especially of the Atlantic City Railroad, Commis- 
sioner Tate said the Commission had carefully considered the 
financial condition of the carriers but had been unable to give 
to the elements of light traffic density within the destination area 
and the importance of the anthracite traffic to the carriers the 
weight which the defendants desired. 

The extent of unreasonableness found by the Commission 
is indicated by its order requiring the carriers to establish new 
rates on the gross ton which shall not exceed $2.59 from the 
Schuylkill region on the lines of the Reading Company to Cam- 
den, Audubon, Oaklyn, Haddon Heights, Orston, Barrington, and 
Mt. Ephraim, N. J.; $2.59 from the Schuylkill region (except 
points on the lines of the Reading Company) and $2.72 from the 
Lehigh and Wyoming regions to Camden, Moorestown, West 
Moorestown, Riverton, Riverside, Maple Shade, Gloucester, Bur- 
lington, Merchantville, Mt, Holly, Westville, Palmyra, Collings- 
wood, Haddonfield, and Westmont, N. J.; and $2.84, $2.97, and 
$2.97 from the Schuylkill region (except points on the lines of 
the Reading Company), Lehigh region, and Wyoming region, re- 
spectively, to Medford, N. J. 

In addition to his statement about an unwarranted whittling 
away of carrier revenue, Commissioner Miller said the Commis- 
sion was minimizing the Tri-County case. He said that a review 
of recent decisions affecting the movement of anthracite to New 
Jersey and surrounding territory convinced him that a general 
investigation of such rates by the Commission was desirable. 
He referred to the various anthracite cases as a futile attempt 
to make a rate adjustment by piece-meal prescription of rates. 


COMMISSION REPORTS 
Enameled Angles and Channels 


No. 26370, Davidson Enamel Products, Inc., vs. Chicago & 
Erie et al. By division 3. Rates, enameled channels and angles, 
part of the building sheet metal work list, carloads, Lima, O., 
to destinations in official classification territory, unreasonable to 
the extent they may exceed the class 45 rates in that territory, 
minimum 30,000 pounds. New rates to be established not later 
than January 31. The rates were alleged to be unreasonable and 
unduly preferential of con:vetitors at Chicago, Des Plaines and 
Cicero, Ill., these competitors having the benefit of class 45 
rates to points in Illinois on intrastate traffic. That situation 
was alleged to result in a violation of section 13 as well as of 


section 3. The Commission said its finding of unreasonableness 
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disposed of the sections 3 and 13 questions, so it Was not neces 
sary to consider them. 
Iron and Steel 


No. 26271, Genfire Steel Co, et al. vs. Boston & Albany et aj 
embracing also a sub number, Republic Steel Corporation yc 
B. & O. et al. By division 5. Rates, iron and steel article. 
moving from Niles, Youngstown and Warren, O., on the B. & 9 
as initial carrier, inapplicable; applicable rates were those cay. 
ried in B. & O. I.'C. C. No. 21735 from Ellwood City, Pa, t, 
destinations in Connecticut, Delaware, Maine, Massachusetts 
New Hampshire, New Jersey, New York, Pennsylvania, Rhode 
Island and Vermont, Rates charged or demanded on shipments 
moving from Youngstown on the Erie and N. Y. C. as initia) 
carriers, from Struthers, O., on the P. & L. E. as initial carrie; 
and from Niles and Warren on the Erie as initial carrier on ship 
ments moving through Leavittsburg, inapplicable; applicable 
rates were those carried in P. & L. E. I. C. C. No. 2963 from 
Koppel, Pa., to destinations; applicable rates not in violation of 
section 4 of act. Rates on shipments originating at Niles 
and Warren on the Erie and moving through Youngstown appli 
able. Complainants and intervener, Youngstown Sheet & Tul: 
Co., entitled to reparation. Commissioner Mahaffie, dissenting 
said in his judgment the majority erred in that they applied 
certain tariff provisions, involving application of intermediate 
rules, wholly disregarding specific limitations on the application 
of the tariff, quoting from Marshall Field & Co. vs. Wabash 
178 I. C. C. 131, 133, in support of his position. In his opinion the 
rates charged were the legally applicable rates and the com 
plaint should have been dismissed. 


Cabbage to Springfield, Mo. 


Fourth Section Application No. 15626, cabbage to Springfield 
Mo. By division 2. In fourth section order No. 11705, ap 
plicants, Missouri Pacific for itself and on behalf of carriers 
parties to L, E. Kipp’s I. C. C. No. A-1865, authorized to establish 
rates on cabbage from Chicago, IIl., and group 3 points described 
in L. E, Kipp’s I. C. C. No. A-1865, to Springfield, Mo., by way of 
St. Louis, Mo., thence over the Missouri Pacific, the same as 
those in effect on like traffic from and to the same points over 
the same routes to St. Louis and thence over the Frisco, and 
to maintain higher rates to intermediate points, subject to condi 
tions that present rates to such higher-rated intermediate points 
shall not be increased except as authorized by Commission and 
shall in no case exceed lowest combination of rates, and that 
relief shall not apply where the distance over the longer line 
or route exceeds the distance over the short line or route by more 
than 50 per cent, Commissioner Tate concurred. 


Coal and Coke 


Fourth Section Application No. 601, coal and coke to Mis 
sissippi Valley, embracing also portions of fourth section ap 
plications Nos. 458, 542, 799, 1530, 1537, 1548, 1952, 2043, 2045, 
2138, 2222, 3196 to 3231, inclusive, 3236, 3237, 4948, 11694, 12645, 
13133, and 13384, not previously denied. Other reports covering 
these applications are Rates on Bituminous Coal, 36 I. C. C, 401; 
39 I. C. C. 378; and Coal and Coke from Ky., Ala., and Tenn., 129 
I. C. C. 197; 151 I.-C. C. 543. Second report of Commission on 
further hearing. In fourth supplemental fourth section order 
No. 11190, paragraph 1 of fourth section order No. 11190, entered 
Feb. 14, 1933, modified and amended to read as follows: 


1. It is ordered, That subject to the conditions in paragraph 5 
hereof, the applicants herein be, and they are hereby, authorized t 
continue the present rates on bituminous coal from mines in Alabama 
Illinois, Kentucky and Tennessee, to Memphis, Tenn., New Orleans 
La., and Mobile, Ala., and points within the switching or industrial 
limits thereof: and ta Greenville, Vicksburg, Natchez, and Gulfport, 
Miss., and Baton Rouge, La., and to maintain higher rates to inter- 
mediate points. 


The Commission further ordered that all other and further 
relief prayed in the above-numbered applications with respect to 
rates on bituminous coal from and to the origins and destina- 
tions named in the preceding paragraph, be, and the same !}s 
hereby, denied effective February 8, 1935. 

Chairman Lee and Commissioner Farrell dissented and Com- 
missioner Tate concurred in part, the latter stating “my disap- 
proval in part being based upon my belief that the equidistant 
clause will escape imposition and I am in favor of imposing the 
equidistant clause.” 

Stave and Heading Bolts 


I. and S. No. 3968, stave and heading bolts—Alabama to 
Pensacola, Fla., embracing also I. and S. No, 4010, stave and 
heading bolts—Alabama to Pensacola, Fla. (2). By division . 
Proposed interstate rates, stave and heading bolts, points In 
Alabama and Florida to Pensacola, Fla., and from points in Ala 
bama and Mississippi to New Orleans, La., found justified. Pro 
posal is to cancel per-cord rates and in lieu thereof apply rates 
in cents a 100 pounds, minimum 40,000 pounds. The Commis- 
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gion said the proposed changes would result in materially higher 


rates. 
Apples 
No. 25891, Dawson Produce Co. of Texas et al. vs. A. T. & 
s, F. et al. By division 3. Dismissed. Rate, apples, carloads, 


Wenatchee and Yakima, Wash., to Amarillo, Tex., not unreason- 
able or unduly prejudicial. Complaint was that the rate on 
apples delivered after April 19, 1931, was unreasonable and un- 
duly preferred, among other places, Dalhart, Tex., Clayton and 
Tucumeari, N. M., and Liberal, Kan. 


Evaporated Milk 


No. 26284, Pet Milk Co. vs. Pennsylvania et al. By division 

Rate, evaporated milk, carloads, Greenville, Ill., to St. Louis, 
Mo., not unreasonable, in the period between December 19, 1929, 
and November 9, 1931, except as to shipments delivered by the 
Terminal Railroad Association, where the rate charged exceéded 
the aggregate of intermediates. Reparation awarded on such 
shipments, the Commission finding that it was unreasonable for 
the defendants to fail to publish, on shipments delivered by the 
terminal railroad a rate of 18.5 cents, constructed by combining 
a rate of 16 cents, minimum 36,000 pounds, to East St. Louis, 
and 2.5 cents, minimum $10 a car, for the movement beyond. 


Watermelons 


No. 26397, L. E. Holloway & Co. vs. A. B. & C. et al. By 
livision 3. Dismissed. Interstate rates, watermelons, carloads, 
points in Florida and Georgia to Atlanta, Ga., Washington, D. C., 
Philadelphia and Pittsburgh, Pa., Wheeling, W. Va., Detroit and 
Flint, Mich., and St. Louis, Mo., not unreasonable or in violation 
of the aggregate of intermediates. Complaint covered shipments 
delivered between Juhe, 1931, and August, 1932. Complainant 
contended that but for the fact that there were joint rates, lower 
combinations would have applied. The Commission, however, 
said the evidence did not establish that in the absence of joint 
rates lower combinations would have applied. 


Excelsior Mill Refuse 


No. 26466, F. Burkart Manufacturing Co. vs. Alton & South- 
ern et al. By division 5. Excelsior rate, 29 cents, charged on 
excelsior mill refuse, shipped between June 17 and July 26, 1933, 
Donaldson, Ark., to Alton, Ill., unreasonable to the extent it ex- 
ceeded 23.5 cents. Complainant contended that rate of 12.5 
cents, which was established after the shipments in question 
were made, would have been reasonable. The rate of 12.5 cents 
was made on August 8, 1933, the Commission saying that the 
railroads realizing that such a rate would result in the moving 
of 36 carloads of the refuse, about half the weight of which was 
water. Reparation awarded. 


Grain Reparation 


No. 23599, Rea-Patterson Milling Co. vs. Missouri Pacific. 
By division 8. Upon further hearing, amount of reparation due, 
shipments, grain, points in Kansas, milled in transit at Coffey- 
ville, Kan., and the products reshipped to destinations in Arkan- 
sas reduced $66.92 under the amount awarded in the second 
report, 196 I. C. C. 689. Receivers of the complainant awarded 
$528.43 in this report. Original report in 169 I. C. C. 719. Second 
report modified in accordance with the finding in this one. 


Vitrolite Articles 


No. 25754, Vitrolite Co. vs. A. T. & S. F. et al. By division 

Classification ratings, vitrolite slabs and counter and table 
tops with fibreboard base and metal rim, in straight carloads 
and less than carloads, not unreasonable. Found that charges 
on mixed carloads of plain vitrolite slabs and counter and table 
tops and such slabs and counter tops with fibreboard base and 
metal rim, both exceeding five-sixteenths of an inch in thick- 
ness, unreasonable to the extent they may exceed the charges 
that would result from applying the separate carload rates to 
the actual weight of the two kinds of slabs in the car, mini- 
mum weight 36,000 pounds, with any deficit in the minimum 
weight to be charged for at the rate applicable to slabs and 
counter and table tops with fibreboard base and metal rim. 
New charges to be established not later than January 31. Com- 
missioner McManamy, dissenting, said that the ratings in ques- 
tion should have been found unreasonable to the extent they 
might exceed those established by the carriers pursuant to the 
Commission’s order in Vitrolite Co. vs. A. T. & S. F., 89 I. C. C. 
367. The ratings assailed were thése applicable in the three 
major classification territories. 


Cattle and Sheep 


_ No. 26255, H. Moffat Co. et al. vs. Southern Pacific. By 
division 38. Rates, cattle and sheep, points in Oregon and north- 
ern California to San Francisco and San Jose, Calif., moving 
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over interstate routes, inapplicable. Applicable rates found 
to have been those computed over ‘the short line distances 
through Westwood, Calif. Reparation awarded. Shipments cov- 
ered by the complaint were made between January 25 and Sep- 
tember 17, 1932. 

Ground Clay 


No, 26379, Champlin Refining Co. et al. vs. A. T. & 8S. F. 
et al. By division 3. Rate charged, ground clay, in bags, in 
carloads, from Riverside, Tex., to Enid and Tulsa, Okla., found 
inapplicable. Applicable rates found to have been 19 cents 
to Enid and 18.5 to Tulsa. Reparation awarded. Shipments 
were delivered or tendered for delivery between February 3 
and June 22, 1931. Charges were collected at a rate of 33.5 
cents, applicable on fuller’s earth, the dispute being as _ to 
whether the clay in question was fuller’s earth or something 
else. The Commission said the record warranted a conclusion 
like that made in other cases, that the clay was not fuller's 
earth. Both fuller’s earth and this clay are used by refiners 
of petroleum, the clay in question being called a contact clay 
for the neutralization of lubricating oil. Fuller’s earth is used 
for decolorization, the complainant using both sorts. 


PROPOSED REPORTS 


Sand Reparation 





No. 23226, Ayers Mineral Co. et al. vs. A. C. & Y. et al. 
Examiner George M. Curtis, on further hearing, proposes the 
Commission shall find that varying amounts, aggregating $1,- 
083.43, are due, as reparation, to the Walworth Co., an inter- 
vener, on account of findings of unreasonableness of rates, 
moulding sand, Blissford, Zanesville and Kent, O., to South 
Greensburg, Pa., made in the Industrial Sand Cases, 1930, 188 
I. C. C. 99, the rates assailed in the Ayers complaint having 
been considered in the general case mentioned. 


Bristol, Va., Class Rates 


No. 26415, Montgomery Ward & Co., Inc., vs. B. & O. et al. 
By Examiner E. A. Burslem. Joint class rates applicable via 
all-rail and water-and-rail routes, charged on many less-than- 
carload shipments originating at points in Massachusetts, New 
York, New Jersey, Pennsylvania and Maryland, taking New 
York, Philadelphia and Baltimore rates or arbitraries higher, 
to Bristol, Va., proposed to be found -unreasonable to the extent 
they exceeded the joint class rates to Vance, Tenn., and Ben- 
hams, Va., applicable via the all-rail routes prior to December 
3, 1931, and via the water-and-rail routes prior to December 8, 
1931, respectively, and to the extent that the joint class rates 
via all-rail routes and via rail-and-water routes, from and to 
the same points, exceeded the joint class rates prexcribed in 
Eastern Class Rate Investigation, 164 I. C. C. 314, applicable 
via the all-rail routes on and after December 3, 1931, and via 
the water-and-rail routes for M. & W. delivery on and after 
December 8, 1931, respectively. Reparation proposed. The rate 
situations attacked grew out of the inability of the railroads 
to match up the varying rate structures prescribed by the Com- 
mission in the eastern and southern regions in the border ter- 
ritory served by the Norfolk & Western and the Southern, 
Bristol being served by both carriers, until after the effective 
date of the rates in the eastern revision. 


Crude Clay 


No. 26147, Robinson-Ransbottom Pottery Co. vs. C. M. St. 
P. & Ste. M. et al. By Examiner L. B. Dunn. Recommended, 
upon further hearing, that the Commission affirm its finding, 
in the original report, 200 I. C. C. 656, that a class E rate of 
30 cents a hundred pounds, crude clay, Rockland, Me., to Rose- 
ville, O., was unreasonable to the extent it exceeded $4.70 a 
net ton, minimum 60,000 pounds, on which reparation was 
awarded on one carload. The examiner said an appropriate 
order should be entered 


COOK TRANSIT OPERATION 


Although the applicant is industrially controlled, the Com- 
mission, division 4, in Finance No. 10512, Cook Transit Cor- 
poration operation, has issued a certificate authorizing the ap- 
plicant to operate 2,000 feet of track, at Evansville, Ind., as a 
common carrier, the trustees of the Chicago & Eastern Illinois 
having told the Commission that it would be impracticable at 
present to serve the industries to be reached by the proposed 
operation. In the circumstances, the Commission found that it 
should authorize the operation for a period of two years only, 
unless the period should be extended by its order, upon a show- 
ing of continued necessity at the end of the two-year period. 

The road was organized and will be controlled by the per- 
sons in control of the F. W. Cook Co., manufacturing and sell- 
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ing beer. The track connects with the C. & E. I. Part of the 
track is owned by a gas and electric company and at one time 
it was operated by the Southern Indiana, an electric line, 
operation of which has been abandoned. The road is to be 
operated as a switching line and haul freight cars, by elec- 
tricity for the brewery interest, a wholesale furniture concern 
and a produce company. 

In its report in this case the Commission referred to the 
position it had taken against allowing industrially controlled 
railroads to become common carriers, but owing to the condi- 
tions surrounding this application it departed from its usual 
course, 

Commissioner Mahaffie, dissenting, said the plant facility 
should be operated by the plant it served and not turned into 
a common carrier, collecting charges for switching from the 
line-haul carrier. Such collecting, he said, was a type of drain 
on carrier resources that ought not to be encouraged by the 
Commission. 


M. & ST. L. RECEIVER’S CERTIFICATES 
By supplemental orders in Finance Nos. 9933, 10187, and 
10435, Minneapolis & St. Louis Railroad Company receiver's 
certificates, the Commission has modified orders so as to make 
the amounts of the certificates authorized in each case the 
same as those actually issued, as follows: No. 9933, $850,000; 
No. 10187, $1,085,000, and No. 10435, $873,000. 





UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 10640, granting authority to the 
Chicago and North Western Railway Company to issue not exceed- 
ing $4,428,009 of first and refunding mortgage 5 per cent bonds, series 
E, $2,214,000 of general-mortgage 4% per cent gold bonds of 1987, and 
$2,214,000 of interest-bearing interim certificates, all or any part of 
the first and refunding mortgage bonds to be pledged and repledged 
as collateral security for short-term notes and the general-mortgage 
bonds and interim certificates to be exchanged for certain underlying 
bonds, approved. 

Report and certificate in F. D. No, 10150, authorizing the Mayo & 
Cook’s Hammock Railroad Company to construct a line of railroad 
in Lafayette County, Fla., approved, 

Report and certificate in F. D. No. 10619, authorizing the Peta- 
luma & Santa Rosa Railroad Company to extend its line of railroad 
by boat or barge to Oakland, Alameda, Berkeley, and Richmond, all 
in Alameda and Contra Costa Counties, Calif., approved. 





FINANCE APPLICATIONS 

Finance No. 10662. Pacific Coast Railroad Co. asks authority to 
abandon lines from a point near Black Diamond Station to end of 
track, 3.89 miles; Kummer branch from junction with the Pacosco 
branch to end of track, 1.73 miles, and from point near Briquetville 
to end of track, 6.28 miles, in King county, Wash. The lines formerly) 
served coal mines which have discontinued operations. 

Finance No. 6806. Supplemental application of Denver & Rio 
Grande Western Railroad Co. for authority to pledge and repledge 
for short-term loans from time to time to December 31, 1935, $5,000,000 
of refunding and improvement mortgage 5 per cent bonds, series B, 
heretofore issued under authority granted in this proceeding. 

Finance No. 7901. Supplemental application of Denver & Rio 
Grande Western Railroad Co. for authority to pledge and repledge 
for short-term loans from time to time to December 31, 1935, $3,464,- 
000 of refunding and improvement mortgage gold bonds, series B, 
heretofore issued under authority granted in this proceeding. 

Finance No. 10663. Baltimore & Ohio. Railroad Co. asks for 
authority to acquire direct ownership of the property and rights of 
the Morgantown & Kingwood Railroad Co., the line of which extends 
from Morgantown to Rowlesburg, W. Va., a distance of 47.9 miles 
The applicant now owns all the capital stock of the Morgantown & 
Kingwood, 20,000 shares each of a part value of $100. In connection 
with the proposed acquisition, the Baltimore & Ohio asks authority 
to issue $1,500,000 of its refunding and general mortgage 5 per cent 
series F bonds, to be used in retiring a like amount of Morgantown 
& Kingwood first mortgage 5 per cent 30 year gold bonds maturing 
January 2, 1935. The acquisition, the applicant Says, will do away 
with the necessity of keeping separate corporate accounts for the 
Morgantown & Kingwood. 

Finance No. 10659. Louisiana & Arkansas Railway Co. asks au- 
thority to acquire properties of the Louisiana Railway & Navigation 
Co., a wholly owned subsidiary of applicant. It is proposed to obtain 
dissolution of the subsidiary and have its property conveyed to appli- 
cant as a liquidation stockholders’ dividend. 

Finance No. 10656. Tennessee Central Railway Co. asks authority 
to issue $70,000 of first mortgage 6 per cent bonds, series A, and to 
pledge and repledge the same for short term notes. 

Finance No. 10657. Atlantic Coast Line Railroad Co. asks author- 
ity for certification and delivery by the corporate trustee under its 
general unified mortgage, into the treasury of applicant, of $6,500,- 
000 of series A 4% per cent general unified mortgage bonds, to be 
held in the treasury of applicant until the sale of all or any portion 
thereof is authorized by proper corporate action and by the Commis- 
sion. The bonds are to be issued in reimbursement of expenditures 
made by applicant in paying a like amount of first mortgage bonds 
of the Savannah, Florida & Western Railway Co., April 1, 1934. 

Finance No. 10658. Montana Railroad asks authority to abandon 
operation of 2.76 miles of main line track extending south from North 
Spadra to Montana, Ark. 

Finance No. 10664. Chicago, Milwaukee, St. Paul & Pacific Rail- 
road Co. and Great Northern Railway Co., to make effective plan for 
common use of a single line between Colton and Wentworth, S. D., 
15.6 miles, to effect annual net savings estimated at $12,897 by elimi- 
nating unnecessary duplication of trackage facilities and reducing 
operating expenses, ask authority to construct certain connecting 
tracks and to abandon a total of 19.4 miles of their lines. 


COMMISSION ORDERS 
No. 24733, Board of Railroad Commissioners of the State of South 
Dakota vs. A. T. & S. F. et al. Order entered herein on August 7, 
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1934, is modified to become effective on December 3, 1934, upon ; 
less than 15 days’ notice instead of November 16, 1934. : 
No. 26717, The Chicago Livestock Exchange vs. A. & S. et, 
Southern Pacific Co., T. & P., A. & S., Cisco & Northeastern, Denis, 
& Pacific Suburban, Ft. Worth Belt, Pecox Valley Southern, Texas. 
New Mexico, Texas Short Line, and Weatherford, Mineral Welj< 
Northwestern are dismissed as parties defendant hereto. ‘ 

Finance No. 8808, Kentucky & Indiana Terminal bonds. Supp, 
mental order of Commission, by division 4, of July 1, 1931, 175 Lc 
C, 262, as modified by third supplemental order of November 19. 1a: 
and fourth supplemental order on May 13, 1933, is further modifie, 
so as to permit the Kentucky & Indiana Terminal to pledge aya 
repledge, at the ratio prescribed, in said supplemental order, to a; 
including June 30, 1936, all or any part of the $500,000 of first 
mortgage 4146 per cent gold bonds therein authorized, as collaters 
security for any note er notes issued or which may be issued by 
within the limitations of section 20 a(9) of the interstate commer 
act. 

Finance No. 10307, Spokane International trustee’s certificeas, 
Order of February 2, 1934, is vacated and set aside. 

Finance No. 10580, N. Y. C. & St. L. assumption of obligat 
liability First ordering paragraph of order entered herein on Oot 
ber 6 1934, is amended to read as follows: It is ordered, that the Nn, 
York, Chicago and St. Louis Railroad Co., as successor to the 
St. Louis and Western Railroad Co., is authorized to assume oblig 
tion and liability, as guarantor, in respect of $137,000 of first 
gage 4% per cent bonds of the Toledo Terminal Railroad Co 
$416,000 of first mortgage 4 per cent bonds of the Detroit and Tole 
Shore Line Railroad Co., now pledged under the applicant's ref i 
mortgage dated March 1, 1924; said bonds to be sold at not less tha; 
95 and accrued interest and the entire proceeds used to reimburs 
the treasury for capital expenditures heretofore made. 

Finance No. 10599, Prescott & Northwestern reconstruction 
Application dismissed upon request of applicant 

No. 26160, Portales Chamber of Commerce et al. vs. A. T. & S. } 
et al. Order entered herein-on June 30, 1934, is further modified s 
as to permit the A. T. & S. F. to file schedules effective Nove 
10, 1934, on not less than 5 days’ notice, canceling the present rat 
in connection with its line on traffic embraced in the order 
case 

1. & S. 3973, cement 
date appearing in the last 
30, 1934, entered herein, is 
November 26, 1934. 

No. 21323, Dann-Gerow Co., Inc et al. vs. A. C. Lh et 
tional Mortar & Supply Co. permitted to intervene 

No, 26706, Baltimore & Carolina Line, Inc., vs. S. P. et 
of Commissioners, Lake Charles Harbor & Terminal District per: 
to intervene 


« 


Paso, Tex., to New Mexic 
paragraph of the order 
from November 3, 


from El 
ordering 
postponed 


Finance No. 9658, New York, New Haven & Hartford reconst: 
tion loan. Certificate issued October 7, 1932, in so far as it approv 
a loan to the said railroad cofnpany in excess of $699,778.34, is revoke 

No. 23044, Blue Ridge Glass Corporation vs. A. & B. B. et 
Effective date of order entered herein on June 4, 1934, as subsequently 
modified is postponed until further order of the Commission. 

No. 26723, Baltimore & Carolina Line, Inc., vs. S. P. et al. Boar 
of Commissioners, Lake Charles Harbor & Terminal District permitt 
to intervene 

No. 25170, Accounting for capital items (in re A. C. L. and A. B 
& C.) Order entered herein on July 9, 1934, which was by its terms 
made effectiva after 30 days from the date of service thereof, and 
the effective date of which by subsequent order was extended to N 
vember 1, 1934, is further modified so as to become effective 15 days 
after the determination by the District Court of the United States fo 
the Northern District of Georgia, of the case of A. B. & C. vs. Unite 
States et al 


PETITIONS FOR REHEARING, ETC. 
No. 20482, Sub. 1, West Virginia Pulp & 


et al, Complainant asks for issuance of order or 
and order 

No. 26116, Becker Roofing Co. vs. C. M. St. P. & P. et al. Cor 
plainant asks for reconsideration 

No, 21095, newsprint paper investigation. E. 
attorney for carriers’ defendants herein, asks for modification of 
order herein to permit issuance of supplements to agency and ind 
vidual lines’ tariff making cancellations, corrections and additions 
in rates from origins in Wisconsin, Minnesota, upper peninsul f 
Michigan and western Canada to destinations in official and southe 
territories, effective November 17, 1934, on five days’ notice. 

No. 26225, W. H. Driggers vs. A. T. & S. F. et al. Complainant 
asks that the report herein by division 4 dated August 10, 1934 (mime 
graphed) be reconsidered by the entire Commission and error there- 
in corrected. 

No. 13535, Corporation Commission of Oklahoma vs. A. & R. et 4! 
and associated cases and Fourth Section Order 9500 and 9600. South- 
western Lines, defendants herein, by F. A. Leland, chairman, Sout! 
western Freight Bureau, ask for extension of date as fixed in the 
corrected supplemental order of June 11, 1934, 

No. 23130, Intrastate rates on bituminous coal between points in 

Illinois. Respondents, C. Cc. C. & St. L., N. Y. C., lessee, Illinois 
Terminal Railroad System, and Wabash, Norman B. Pitcairn and 
Frank C,. Nicodemus, Jr., receivers, ask for modification of the Com- 
mission’s order of March 8, 1932, so as to permit the establishment 
of a rate of 60 cents per ton for the transportation of bituminous coal 
from Danville group mines to Champaign and Urbana, IIl. 
No. 14150, Corporation Commission of Oklahoma vs. A. & §S. et al 
Carriers defendants herein ask for modification of orders . 
herein, in so far as they require the maintenance of rates prescr bed 
on shipment of vegetable oils, liquid, in packages other than in bulk 
in barrels or drums, and on vegetable oils, solidified, other than In 
bags. 


Paper Co. vs. C. of G 
supplemental report 


B. Boyd, agent ar 
the 


é ntered 


CHANGES IN DOCKET 


Argument in No. 26120, Bowman Dairy Co. vs. C. & N. W. RB) 
et al, assigned for October 29, at Washington, D. C., was canceled 
and reassigned for November 8, at Washington, D. C. 

Hearing in Fourth Section Application No. 15726, assigned for 
October 30, at Washington, D. C., before Examiner Glover, was c®&! 
celed, application having been withdrawn. 

Argument in No. 16250, assigned for November 1, at Washington, 
D. C., was canceled. 
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Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal’Courts 


Digests taken from Reporters and Digests of National Reporter System. 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 
(Circuit Court of Appeals, Third Circuit.) Where bill of 
ading named shipper as consignor and consignee, with direc- 
ns to notify third person, such person was not a “consignee” 
regards carrier’s alleged duty to notify shipper of such per- 
con's failure to respond to notice. (Trinidad Bean & Elevator 

(Co. vs. Penna. R. R. Co., 72 Fed. Rep. (2d) 371). 
Where bill of lading named shipper as consignor and con- 
signee, with directions to notify third person, carrier owed no 
duty to shipper to notify shipper of such person’s failure to 


respond to notice.—Ibid. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 
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REGULATION OF COMMON CARRIERS 
(Supreme Court of Florida.) Railroad Commission must 
ld hearing and make investigation and tindings necessary to 

letermine whether service of auto transportation company, 
asking permit to operate mere “for hire” service, will be such 
where proposed service, outlined in application, suggests such 
inquiry (Acts 1931, c. 14764, see. 5). (In re Grubb, 156 Sou. 
Rep. 482.) 

Petition for alternative writ of mandamus, requiring Rail- 
road Commission to issue “for hire’ permit to auto trans- 
portation company, denied such permit by Commission, should 
disclose entire record of proceedings thereof, unless its order 
is shown to be illegal or unauthorized on its face (Acts 1931], 

14764, sec. 5).—Ibid. 

Certiorari, not mandamus, is proper remedy of one denied 
automobile “for hire’ permit by Railroad Commission after 
adversary hearing, at which third parties appeared and pro 
tested (Acts 1931, c. 14674, sec. 5) Ibid. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 


OOOO OOO 
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(District Court, E. D. New York.) Where vessel failed to 
charge cargo at destination and, in shipping cargo back from 
rther port, cargo was lost, cargo owner held entitled to re- 

cover from shipowner for loss of cargo notwithstanding bills of 
lading that shipowner should not be liable for claims unless 
written notice thereof should be given to shipowner before 
removal of goods and that, if goods should not be found during 
isual stay of vessel at port of destination or transshipment, they 
should be sent back at shipowner’s expense but at risk of goods 
(Harter Act, sees. 1, 2 (46 USCA, secs. 190, 191)). (General 


~ ~ 


Electric Co. vs. Argonaut S. S. Line, 7 Fed. Supp. 710.) 


FALSE CLAIMS INDICTMENT 


A grand jury in the northern district of Illinois, on October 
25, returned an indictment in 11 counts against Merkel Brothers 
Co. and L. W. Christensen for violation of section 10 of the 
interstate commerce act and conspiracy to commit an offense 
against the Urited States, according to a statement by the Com- 
mission. The case was investigated by the Commission's Bureau 
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of Inquiry and was presented to the grand jury by Attorney W. J. 
Walsh of that bureau. 

Merkel Brothers Co. is an Illinois corporation engaged in the 
fruit and vegetable business at Chicago and L. W. Christensen 
operated a traffic claim bureau under the name of the L. W. 
Christensen Traffic Agency. The indictment charges, in 10 
counts, that Merkel Brothers Co. and L. W. Christensen jointly 
filed false and fraudulent claims against the Wabash Railway 
Co. and the Illinois Central Railway Co. through the device of 
submitting in support of the claims false and fraudulent ac- 
counts of sale covering the disposition of carload shipments 
of fruits and vegetables. The eleventh count of the indictment 
charges a conspiracy between the two defendants and others 
having for its purpose the collection of false claims. A previous 
indictment against L. W. Christensen also charging the filing of 
false claims is pending in the District Court at Chicago. 


0. S. L. ABANDONMENT 

Application has been made in the federal court for the cen- 
tral division of Utah, in equity No. 12873, State of Idaho and 
Public Utilities Commission of Idaho vs. United States, Inter- 
state Commerce Commission and Oregon Short Line, for an 
injunction forbidding the enforcement of the Commission's cer- 
tificate permitting the Oregon Short Line to abandon the Talbot 
branch, extending from Talbot Junction to Talbot, a distance of 
9.053 miles. Idaho claims the line is a spur track and therefore 
not within the jurisdiction of the federal body. The latter 
decided, in Finance No. 9096, the Oregon Short Line’s applica- 
tion for permission to abandon, that it had jurisdiction. 

The branch was built by the Director General in the federal 
control period to tap coal lands. The Oregon Short Line repre- 
sented that the branch did not pay. 


— 


SUSPENDED TARIFFS 


In I. and S. No. 4047, the Commission has suspended from 
November 1, until January 1, schedules in Northern Pacific 
I. C. C. No. 9182, supplement No. 57 to Union Pacific I. C. C. 
No. 3808, and in tariffs of other carriers. The suspended sched- 
ules propose to cancel the temporarily reduced rates on coal, 
carloads, from mines in Colorado, Utah, Wyoming, Montana and 
western Canada to destinations throughout the northwest. The 
rates held in effect by this suspension are generally 50 cents 
a ton lower than the rates proposed, and were originally pub 
lished to expire with December 31. 

In I, and S. No. 4046, the Commission has suspended from 
October 29, until May 29, schedules in supplement No. 11 to 
Norfolk & Western I. C. C. No. 8453. The suspended schedules 
propose to restrict the transit arrangements on grain at Circle- 
ville and other points on the Norfolk & Western in Ohio, so as 
not to apply on shipments destined to certain poings on the 
Southern Railway in North Carolina, South Carolina; Georgia 
and Florida. 


LOANS TO RAILROADS 


“PWA loans totaling $2,270,000 to five major railroad com- 
panies will result in seven more streamlined, high speed pas- 
senger trains rolling out on the rails between the first of the 
year and next spring to join the Union Pacific’s streamline 
train, which Thursday made railroad history by establishing a 
new 56-hour and 55 minute transcontinental train record, and 
the Burlington’s Zephyr, which has also made new records,” said 
the Public Works Administration in a statement issued October 
28. 

“These PWA loans are serving the dual purpose of creat- 
ing employment for the men who are building the trains and 
producing the materials being used and at the same time ad- 
vancing the development of this important new type of trans- 
portation equipment. The PWA streamlined train loans are 
but part of a much broader $200,000,000 PWA program for im- 
proved railroad and equipment construction. 

“The favorable interest rate on all work creating loans 
made by PWA to railroad companies—four per cent with in- 
terest free for the first year—undoubtedly encouraged the 
roads to undertake the building of the new type of equipment 
at a time when they ordinarily would not engage in anything 
of an experimental nature. 

“The streamlined trains now in operation are driven by 
Diesel-electric power, but a PWA loan of $900,000 to the Balti- 
more & Ohio will afford an opportunity to compare the relative 
efficiency and desirability of steam and oil-electric power for 
operating the new type of equipment, 

“The B. & O. is using the greater part of its loan to pur- 
chase sixteen specially designed coaces and one Diesel-electric 
engine. The balance of the money is being used to rebuild 
one of its steam engines to develop a very high speed. This 
engine, which was rebuilt in the B. & O.’s shops in Baltimore, 





a 

















Sn 


Se a 


pees 


a a 


TTS Sea a 





PAGE 734 


now is undergoing mechanical tests. It has been equipped with 
very high driving wheels and a water tube boiler carrying a 
much higher steam pressure than locomotives ordinarily carry. 
When the mechanical tests are complete the engnie will be 
covered with a streamlined jacket to reduce wind resistance. 

“The B. & O. will assemble its new equipment into two 
trains, One powered by the steam engine and the other by the 
Diesel-electric engine. The operating results will afford the 
first comparison of the two types of power for the new type of 
service. 

“The coaches for the B. & O. trains are being made by the 
American Car & Foundry Company in its St. Charles, Mo., plant 
and the Diesel engine is being built by the Winton Engine Com- 
pany at Cleveland, Ohio. 

“Another loan of $350,000 to the Gulf, Mobile & Northern 
Railroad Company will afford an opportunity to test the relative 
desirability of the articulated type of light weight train and 
the separate car type. The trains now operated by the Union 
Pacific and Burlington are the articulated type, all cars and 
the motive power unit being joined together and running as a 
unit. The Gulf, Mobile & Northern has ordered its equipment 
in separate units; two motor units, 3 passenger coaches and 
two combination sleeping and observation cars. 

“One of the objections sometimes raised against the articu- 
lated type of train is that the whole train must be taken out 
of commission to make repairs on either the driving unit or 
one of the cars. When the equipment of the G. M. & N. is in 
operation there will be opportunity to determine by actual 
operation the relative desirability of the articulated and separate 
units types of trains. 

“The New Haven and the Boston & Maine have ordered 
articulated trains. The New Haven received a loan of $300,000 
from PWA for its train. The Boston & Maine train will cost 
approximately $275,000, of which PWA is supplying $220,000. 

“The Illinois Central has received a loan of $500,000 for a 
high speed train, but has not yet placed the order for it.” 

At his press conference on November 1, Chairman Jones 
of the RFC was asked, if after the railroad reorganization part of 
the bankruptcy act was amended as expected at the coming ses- 
sion of Congress, he thought the RFC should continue making 
loans to railroads or whether it would insist upon reorganization. 
Chairman Jones said that if, after the restoration of better condi- 
tions, it was shown that a railroad could not earn its fixed 
charges, it should be reorganized. 

In a second supplemental report in Finance No. 10280, New 
York, New Haven & Hartford Railroad Co. public works im- 
provement, the Commission, by division 4, has modified previous 
reports to permit applicant to make changes in its maintenance 
and improvemént program being financed with PWA money. 
The changes relate to rolling stock improvements. 

With a view to enabling the applicant to maintain the high 
speed service alleged to have enabled it to compete successfully 
for passenger traffic even with the private automobile, the Com- 
mission, by division 4, in Finance No. 10514, Chicago, Aurora & 
Elgin Railroad Co. receivers’ public works improvement, has 
approved a maintenance program estimated to cost $404,673, 
the money to be obtained as a loan from the PWA. The pro- 
gram calls for new 100-pound rail and fastenings, ballast and 
ties, construction and improvement of overhead highway bridges 
and grade separations and the painting and repair of equipment. 
The 100-pound rail is to replace work and damaged 80-pound 
rail. The plan for the work was laid out before the depression. 
The federal court for the northern district of Illinois has ap- 
proved the program, the property being in the hands of re- 
ceivers appointed by it. 

The Commission, by division 4, in Finance No. 10555, Litch- 
field & Madison Railway Co. bonds, has authorized that company 
to issue not exceeding $1,000,000 first mortgage 5 per cent sink- 
ing fund bonds; the bonds to be sold from time to time to and 
including April 30, 1935, at not less than 93.5 per cent of par and 
accrued interest and the proceeds to be used in paying a loan 
of $883,575 from the RFC. 


In Finance No. 10643, Litchfield & Madison Railway Co. re- 
construction loan, the Commission, by division 4, has approved 
the application of the carrier for the $883,575 loan from the RFC, 
mentioned in the preceding paragraph. The proceeds of the 
loan are to be used toward the payment of $945,000 of the 
applicant's first mortgage 5 per cent 30-year gold bonds at their 
maturity on November 1. Of $1,000,000 of such bonds which 
have been issued the applicant has $55,000 in its treasury. The 
loan and bond issue were made necessary by the inability of 
the applicant to effect an exchange of new bonds for the out- 
standing ones. The plan approved by the Commission provides 
for a sinking fund for the retirement of the bonds which are to 
be disposed of from time to time for the repayment of the loan 
from the RFC, The applicant, under the terms prescribed by 
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the Commission, is not to declare or pay any dividends upon j, 
common stock in the term of thé loan. 

In Finance No. 10660, Louis B. Barry, Jr., receiver of ty), 
Fort Smith & Western Railway Co., has applied for a loan of 
$136,072.61 from the RFC for five years to pay outstanding jy 
debtedness, including $2,500 to the Railroad Retirement Boar 
The carrier has heretofore obtained two loans, one for $162,000 
and the other for $65,434. 

The Commission, by division 4, in Finance No. 10642, [¢. 
high Valley Railroad Co. reconstruction loan, on an application 
by that carrier for a loan of $5,000,000 from the RFC, has ap 
proved a loan of $3,000,000 to it, without prejudice to the ap 
proval of additional loans upon further information and inves 
tigation. The necessities of the applicant, according to the Com 
mission’s report, until April 30, 1935, are represented by ay 
estimated deficit of $1,615,644, plus a reasonable amount for 
bank balances. RFC loans totaling $5,500,000, the Commigsioy 
said, had been approved for the Lehigh Valley by it. The com 
pany has on deposit with the RFC as security for those loans 
securities with a face value of $18,000,000. The company esti 
mates the value of its deposited securities to be equal to 235 
per cent of the amount of its borrowings from the RFC. The 
Commission has also approved for the Lehigh Valley loans froy 
the PWA aggregating $5,600,000. 

The Commission, by division 4, in Finance No. 10500, Ch; 
cago, Narth Shore & Milwaukee Railroad Co. public works im 
provement, has approved an application for a loan of $253,577 
by the receivers of that carrier to be used for the installation of 
new rails, ballast, painting, trolley wiring, bridge and grade 
separation work on that line. The receivers propose to deliver 
an equal amount of their certificates to the PWA for the loan 


TRANSPORTATION OF EXPLOSIVES 


In No. 3666, in the matter of regulations for the transpor 
tation of explosives and other dangerous articles by wate: 
the Commission has issued regulations for the transportation of 
explosives and other dangerous articles on freight and freight- 
and-passenger vessels by water, including specifications fo! 
shipping containers. The regulations are to become effective 
February 1, 1935. They are binding on all common carriers 
engaged in interstate or foreign commerce by water within the 
limits of the jurisdiction of the United States, and upon all 
shippers making shipments via such common carriers. The 
regulations are similar to those applying to rail transportation 
of dangerous articles. Copies of the publication containing them 
may be had for 10 cents each from the Superintendent of Docu- 
ments, Washington, D. C. 





PASSENGER FARE INQUIRY 
The Commission has postponed the hearing in No. 26550, 


passenger fares and surcharges, now set for Washington on 
November 16 before Commissioner Porter and Examiner Koch, 
to January 16, 1935. In announcing the postponement the Com- 
mission said it was necessary, first, on account of the conflict 
with the hearing in Ex Parte No. 115, increases in freight rates 
and charges, 1934, set for Chicago, Ill., on November 16, in which 
was cooperating the same committee of state commissioners 
that will cooperate with the Commission in this proceeding; and 
in the second place, because of uncertainty as to whether the pas- 
senger data now being assembled and compiled by Coordinator 
Eastman would be ready by November 16. 


EASTMAN PASSENGER ORDER 


Coordinator Eastman has been informed, as a matter of 
news, that Federal Judge John P. Barnes, at Chicago, has en- 
joined the making of an agreement between the New York 
Central as lessee of the C. C. C. & St. L. (Big Four) and the Louis- 
ville & Nashville by which passenger trains between Chicago and 
the south, now routed by way of the Chicago & Eastern Illinois, 
would be routed over the Big Four tracks. But for that in- 
junction, the agreement would have gone into effect on Octo 
ber 28 notwithstanding that Coordinator Eastman, on October 
25, had issued an order forbidding the new routing arrange 
ment. (See Traffic World, Oct. 27, p. 689.) But that order 
could not be made operative until 20 days after its issuance. 
In the meantime, but for the intervention of Judge Barnes, the 
change could have become effective and remained effective until 
the operative date of the Eastman order. 

Coordinator Eastman will have no official interest in the 
controversy until the operative date of his order arrives, the 
law providing for 20 days’ notice to the affected carriers, 10 
any order issued by him. 

Attorneys for the Big Four have indicated to Judge Barnes 
that the road and the Louisville and Nashville will fight the 
injunction. 
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The board of directors of the Association of American Rail- 
roads at a meeting October 31 elected James R. Downes, as- 
sistant vice president of the Pennsylvania, vice president in 
charge of operations and maintenance of the association. The 
hoard elected M. J. Gormley, who was president of the Amer- 
ican Railway Association, which was merged into the new asso- 
ciation, executive assistant to J. J. Pelley, president of the 
association. Harold J. Forster, Who was secretary and treasurer 
of the American Railway Association, was elected secretary and 
treasurer of the new association, and Stanley J. Strong, who was 
secretary and treasurer of the Association of Railway Execu- 
tives, Was made assistant secretary and treasurer of the new 
association. Fairman Dick, New York investment banker, was 
appointed advisor on finance and credit. 

The board of directors has yet to fill the positions of vice- 
resident of traffic, vice president of finauce, accounting, taxa- 
ion, and valuation, and vice president of planning and research. 

Mr. Pelley, who has only been in Washington intermit- 
tently since he was elected head of the new association, will 
now occupy offices in Washington headquarters of the associa- 
tion in the Transportation Building. The association has taken 
additional office space in the building and is rearranging its 
old offices. 

\ir. Pelley announced November 2 that Augustus F. Cleve- 
land, of Chicago, had been elected vice president in charge of 
traffic of the association. Mr. Cleveland is now vice president 
in charge of rates and divisions of the Chicago and North 
Western, with which he has been connected since 1898, when 
he became a solicitor for it. Later, he served as genera] agent 
at Atlanta, Cincinnati,- Cleveland, and Philadelphia, and became 
assistant general freight agent in 1912, assistant freight traffic 
manager in 1920, and vice president in 1929. He was born in 
1874 and is a graduate of Yale and the Cleveland Law School. 
is understood that he was the first choice of the railroads 
for his new position, the choice being expressed by vote. 

Members of the board of directors of the Association of 
({merican Railroads who attended the meeting October 31 were: 
Mr. Pelley, chairman of the board; H, A. Scandrett, of the 
Milwaukee; W. R. Cole, of the L. & N.; C. R. Gray, of the Union 
Pacific; L. A. Downs, of the Illinois Central; Daniel Willard, of 
the Baltimore & Ohio; Hale Holden, of the Southern Pacific; 
». J. Bernet, of the Chesapeake & Ohio; Fairfax Harrison, of 
the Southern; L. W. Baldwin, of the Missouri Pacific; Edward S. 
French, of the Boston & Maine, and M. W. Clement, acting presi- 
dent of the Pennsylvania. The following members were not 
present: F. E, Williamson, of the New York Central Lines; Ralph 
Budd, of the Burlington, and F. W. Sargent, of the Chicago & 
North Western. 

The executive committee of the association, whose members 
are Messrs. Pelley, Willard, Scandrett, Bernet, Gray and Wil- 
liamson, held a meeting prior to the meeting of the board of 
directors. 

The board of directors hereafter will meet each Friday fol- 
lowing the third Thursday of each month. 

The following statements relating to Messrs. Downes, Gorm- 
ley and Forster were issued: 


' 
t 
t 
l 


lt 
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Mr. James R. Downes of Philadelphia, who was today elected 
6 president in charge of operations and maintenance of the As- 
ciation of American Railroads, has been asgistant vice president of 
the Pennsylvania Railroad, with which road he has been connected 
various capacities since 1901. Mr. Downes was born in Tyrone, 
Pennsylvania, on October 23, 1883. After receiving a high school edu- 
ation, Mr. Downes became a clerk in 1901 in the office of the division 
Superintendent of the Pennsylvania Railroad, in which capacity he 
erved five years From 1906-18, he served as clerk in the general 


manager's office and from 1918-20 was chief clerk to the regional di- 
rector, United States Railroad Administration. Mr. Downes, in 1920, 
Was appointed chief clerk to the vice president, central region, and 


ntinued in that position for three years’ when he became superin- 
tendent of freight transportation, being appointed chief of transpor- 
tat in 1928, Later he was appointed assistant vice president, which 
tion he occupied when he was today elected to become vice presi- 
lent in charge of operations and maintenance of this association. 
_ Mr. M,. J. Gormley, who since April 1, 1933, has been president 
f the American Railway Association, was today elected executive 
‘istant to the president of the Association of American Railroads. 


Pri r to being president of the American Rajlway Association, Mr. 
rormley on August 15, 1921, was appointed chairman of the car 
ser e division and in November, 1929, in addition to filing that po- 


n, Was elected executive vice president of that association. 
‘ir. Gormley was born on a farm near Watertown, Wisconsin. He 
entered service of the Chicago & North Western Railway Company in 
ave as a clerk and laborer in the maintenance of way department, 
“nd for the following four years engaged in various capacities in the 
ntenance of way and building departments of that road. In 1897 
/@ Was appointed stenographer to division superintendent at Boone, 
lowa and in 1899 appointed secretary to the general superintendent 
at Chicago, Later Mr. Gormley served as chief clerk and trainmaster. 
‘Dsequently he was appointed assistant to the vice president and 
“er assistant to the president. In 1917 Mr. Gormley was appointed 
keneral agent for the American Railway Association at military 
‘eacquarters at Chicago in charge of the handling of troops and 
‘itary supplies in the central territory. At the institution of federal 








control of railroads, he was appointed operating assistant to the re 
gional director of the western region and later, when the western 
region was divided into three sections, appointed assistant regional 
cirector of the northwestern region. At the conclusion of federal con 
trol Mr. Gormley was appointed director of the division of transport 
tation of the American Petroleum Institute, which appointment he 
filled from March 1, 1920, to August 1, 1921, when he resigned to be- 
come connected with the American Kailway Association. 

Mr. Harold J. Forster of New York, elected today as secretary 
and treasurer of the Association of American Kailroads, served in a 
similar capacity with the American Railway Association since 1924 
Mr. Forster entered railroad service in 1906 with the United States 
Express Company, but became connected with the American RKail- 
way Association in 1907 as a stenographer, serving subsequently as 
chief clerk, assistant treasurer, and assistant general secretary, which 
position he held when elected secretary and treasurer in 1924 


RAILROAD SCRAP 


Coordinator Eastman has addressed to the railroads an in- 
quiry prepared by his section of purchases concerning the han- 
dling and sale of scrap. The purpose of the inquiry, says the 
coordinator, is to develop information on: 


(1) the costs of handling and preparing scrap for the market 
and the net revenue accruing to the railroads through the sale of 
scrap; (2) the advantage and disadvantages of dismantling equip- 
ment versus sale ‘‘on wheels,”’ or dismantling by outside agencies 
(3) the possibilities for economy through the establishment of 
central scrap plants to serve two or more roads, and (4) the rela- 
tive position of the railroads as scrap producers. 


‘Estimates of the total tonnage of scrap produced annually 
by the railroads vary from 3,000,000 to 4,500,000,” said Mr. East- 
man. “It originates in the form of miscellaneous parts and 
worn out and obsolete equipment. Some of it, such as rail, 
wheels, axles, bridge material, etc., is shipped direct from point 
of origin, while the rest is collected at scrap sorting plants, 
where it is sorted and prepared before shipment. Scrap equip- 
ment is sold ‘on wheels,’ dismantled, or sold under one of a 
variety of agreements whereby the purchaser returns parts, 
holds parts for repurchase, etc. In some instances the dis- 
mantling work is done under contract, the road retaining the 
resulting scrap and usable parts.” 

Continuing, the coordinator said: 


The inquiry will develop information on the total amount of 
scrap originated by the railroads for the five years, 1929 to 1933; 
the amount shipped direct from point of origin and the amount 
handled through scrap sorting plants, for both ferrous scrap and 
non-ferrous metal scrap. The amount of each class of prepared 
scrap shipped during 1933 and the market into which it moved will 
be determined, together with the money received for the scrap 

Because of the effect of freight haul on price, the ton-miles of 
haul, both free and revenue, and the freight revenue received ar 
given due place in the inquiry. 

The number of locomotives and cars dismantled, sold ‘‘on wheels’’ 
and sold under other agreements, together with total weight, terms 
of sale and money received, is also requested. 

There is wide variation in what meager information is at present 
available on the cost of scrap plant and dismantling operations The 
inquiry contains well defined questions dealing with thse items 
which will secure figures on the individual features of cost and will 
develop comparable figures. 

From the returns as a whole, it will be possible to place before 
the railroads a more complete and authoritative picture of their 
scrap handling operations than has ever been available, and one 
which will provide the basis for a concerted attack on many prob- 
lems, the solution of which should result in improved efficiency. 

Details, such as locations of scrap plants, sige, capacity, facilities 
used, and kind of operations performed in each, will also be cov- 
ered by the inquiry. 


TRAFFIC QUESTIONNAIRE 


Men soliciting traffic for railroads are requested, in Coordi- 
nator Eastman’s organization and marketing survey of Class | 
roads (see Traffic World, October 27, p. 690), to express opinions 
on Form 6 about the personalities of other solicitors, tell about 
the sales efforts on which other solicitors rely, which of the 
methods mentioned the responding one thinks is the most effec 
tive, how many know enough about the source and distribution of 
their shippers’ traffic to a degree necessary intelligently to under- 
stand and meet the shippers’ transportation problems, and, in the 
language of the old farm sales advertisement, “many other things 
too numerous to mention.” 

A double-barreled question is: “About how many railroad 
solicitors do you know well enough to be familiar with their 
sales methods,” and “of these solicitors how many, in their sales 
efforts rely chiefly upon personality, friendship, entertain- 
ment, or all around good fellowship?” 

Another question, divided into four parts is “Of these rail- 
road solicitors whom you know, how many have an: (1) unusually 
attractive or pleasing personality; (2) average personality; (3) 
unattractive personality; and (4) repellent personality.” 

Another question divided into eleven parts asks, “Could 
the railroads improve their solicitation by: (1)*Selection or promo- 
tion of better average solicitors; (2) training solicitors in rate 
and classification matters”; and (6) avoiding inbreeding by add- 
ing men from other industries?” 

Still another question asked whether the solicitor thought 
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that railroad sales efforts could be augmented by newspaper or 
periodical advertising and publicity about freight service and 
rates, by direct mail advice about service and rates, rate charts, 
manuals or other informative material or advertising novelties, 
pencils, calendars, desk sets, memoranda books, diaries, ete 

With a view to obtaining a cross section of the views of 
shippers generally with respect to the effectiveness of railroad 
solicitation, an inquiry has been directed by Coordinator East 
man to those firms and individuals who have filed returns to his 
carload traffic survey, shippers’ inquiry, and to the members of 
the coordinator’s shippers’ advisory committee. 

The form sent to the shippers says the returns need not be 
signed, It adds that no effort will be made to identify them 
individually and only summaries will be published. The coordina 
tor’s notice says, “we shall appreciate your answering the ques 
tion asked, without discussions with others.” 

The initial question is, “How many railroad solicitors call 
upon you regularly?” Beyond that question the questions are 
either identical with those addressed to the railroad solicitors 
themselves or contain no changes beyond those necessary on 
account of their being addressed to those from whom the solici- 
tors are trying to obtain traffic for their lines. The shippers as 
well as the solicitors are asked to tell about the personalities 
of the solicitors that call upon them, even as solicitors were 
requested to tell about the personalities of the solicitors with 
whom they came into contact, They are requested, among other 
things, to say whether there are solicitors who, in their efforts, 
rely mainly on “personality, friendship, entertainment, or all 
around good fellowship.” 

An industrial traffic manager who 
this questionnaire but who—surely not because he is ashamed 
of the literary merit of his production—does not wish his name 
used, offers the following addition to the coordinator’s questions 


has had to struggle with 


Where were you on the night of July 1, 1910, and where will you 
be at 7 A. M. February 29, 19357? Answer yes or no 
Did you kill the man in a sack suit and plug hat? If not 
Are you inclined to: 
(1) Sleep at night? 
(2) Eat during the day‘ 
(3) Shave each week? 
(4) Go native or dress? 
(5) Read all the junk mailed to you? 
many steps did you take last Thursday 
(1) Men did you pass? 
(2) Women did you pass’? 
(3) Children did you pass? 
Of the latter how many were 
(1) Boys? 
(2) Girls? 
(3) Twins? 
(4) Triplets? 
What was the number of the taxi you used on 
What was the nationality of the driver? 
(1) What was the color of his hair? 
(2) What was the color of his eyes; was he 
(3) Where did he buy his overcoat? 
How many cinders are there in a barrel of 
When did you eat your last ear of corn? 
(1) How many Kernels did it have? 
What makes a circle round? 
If it takes two men eight hours to do a small 
hours will it take to build a bridge? 
How high is up? 
How many two cent 
How many teaspoonsful are there in a glass of 
What makes water wet? Answer yes or no 
If you wish to give us the story of your life in not less 
thousand words, write it below 


’ 


why not 


How and how many 


New Year 


cockeyved? 


ashes? 


job, how 


stamps are there in a dozen? 
water? 


TRANSPORT AID TO ROPER 


Secretary of Commerce Roper has announced the appoint- 
ment of Labert St, Clair, of New York City, as his transporta- 
tion assistant. 

“Mr. St. Clair is a nationally known transportation author- 

said a Department of Commerce statement. “During the 
last fifteen years he has specialized in rail and motor transit, 
particularly as it relates to coordination with other forms of 
commerce, He also is the author of a standard history of all 
types of land, water and air transportation used since the begin- 
ning of civilization. Before entering the transit field, Mr. St. 
Clair was a Washington newspaper correspondent.” 
In announcing the appointment, Secretary Roper said: 


ity,’ 


The appointment of Mr. St. Clair is being made to meet an im 
perative need in the department for a man familiar with land, air and 
water transportation problems. They arise daily in the department, 
for commerce and transportation go hand in hand We cannot pos 
sibly have a return to permanent prosperity in the United States until 
the efforts of transit and other business groups are properly co-ordi 
nated. It is the desire of the department to aid in accomplishing this 
result and to that end I am seeking to strengthen its personnel 

Mr. St. Clair has been chosen first, because of his familiarity with 
all forms of transportation, and secondly, because he is able to ap- 
proach and interpret transit problems from the standpoint of the 
patron and business man. Throughout his active transit career, he 
has striven to unearth the patron's viewpoint and has obtained many 
of his best ideas for improving transportation through talks with 
riders and shippers, 

The familiarity of Mr. St with the many broad 


Clair phases of 
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published book, Ira 


transportation is indicated by his recently 
result of three ys 


tation Since Time Began.’ This work, the 
tensive research, interviewing of prominent transportation aut t 
and writing, was the first attempt of any author to tell the en 
story of world land, air and water transportation. As a result 
volume is being widely used in educational and transit circles 
strongly urges the need for transit co-ordination along local 
tional lines, the elimination of obsolete and duplicating servic, 
radical changes in personnel and sales methods, 

Another feature of department work with which Mr. St 
familiar is that of street and highway safety \s 
ron Collier, former Safety Commissioner of New York, he was a 
in accident prevention, and his experience in this work is expe 
to prove helpful in the department's effort to make travel 
both land and sea and in the air. 


assistant 


Mr, St. Clair formerly was director of publicity of the Am 
ican Transit Association which formerly was the American F) 
tric Railway Association. 


ROOSEVELT AND TRANSPORTATION 

President Roosevelt, it is understood, while not having 
formed what might be characterized as an official informed opin 
ion on the question, feels that federal regulation may be effe 
tively applied to regularly established trucking lines. On th 
other hand, it is also understood, the President does not se 
how what might be called the “occasional” trucker could be su 
jected effectively to such regulation. The President, it is unde: 
stood, does not wish to place himself in the position at this 
time of having an informed opinion on the subject of truck 
regulation. 

Asked at his press conference whether he had any com 
ment to make on the subject of government ownership of rai! 
roads, President Roosevelt, October 26, replied there wer: 
number of railroads in weak positions and that the governmen 
was trying “to them through.” There Was no comment 
on government ownership. 


HOT OIL CONTROL 


According to reports to Secretary Ickes, of the Departm: 
of the Interior, who is also Petroleum Administrator, the “lega 
tender” system inaugurated October 24 has completely stopped 
the movement of hot oil by railroad from the east Texas field 
On October 30, according to a Department of Interior statement 
twenty-five tank cars containing about 200,000 gallons of petro 
leum products were stopped while in transit by Texas railroads 
cooperating with the newly set-up Federal Tender Board, th 
agency created by Secretary Ickes to bring petroleum shipments 
under control by stopping illegally produced crude or refined 
products getting out of Texas even if they have been started out 

As a condition precedent to the legal movement of petroleun 
or its products the consignor must apply to the Federal Tende: 
Board for a card permitting the shipment to move, Such cards 
are denied to those not able to prove that the product they desire 
to move was produced in accordance with the laws and regula 
tions of Texas and of the United States designed to restrict pro 
duction in the prolific Texas field to the quantities ordained by 
the control officials. The stopped cars were moving toward the 
Atlantic seaboard. 

Secretary Ickes, in his announcements on the subject, has 
reported that the Texas Railroad Commission and the railroads 
have cooperated with him in his efforts to prevent the flow 0! 
illegally produced oil which has been troubling him and the 
petroleum industry for more than a year. 

Members of the Federal Tender Board estimated that what 
they had done in the first week of the operation of the boare 
would mean about $500,000 to Texas producers and royalty own 
ers, among whom are the farmers on whose lands the oil wells 
are located. They estimate such a saving on the basis of the 
proposition that if the flow of hot oil had not been stopped the 
price of crude would have been reduced, by big buyers, from $1 
to 60 cents a barrel. Some small buyers have made such a reduc 
tion. The big buyers, however, have not followed suit, hence the 
estimated saving 


see 


MEASURES 


REPRESENTATION OF EMPLOYES 

The National Mediation Board has certified that, with re 
spect to representation of employes of the Spokane, Portland 
& Seattle Railway mechanical and other departments, the rail 
way employes’ department, A. F. of L., has been duly desig 
nated and authorized to represent the crafts of machinists, 
boilermakers, blacksmiths, sheet metal workers, firemen and 
oilers, and their helpers and apprentices; that the Brotherhood 
of Maintenance of Way Employes has been duly designated and 
authorized to represent the water service mechanics and helpers, 
and that the Associated Organizations of Shop Craft Employes, 
Great Northern Railway, has been duly designated and au 
thorized to represent the crafts of electrical workers, carme! 
and their helpers and apprentices. 
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November 3, 1984 : 


ADVANCED RATE HEARINGS 


(Traffic World Special Correspondence) 

penver, Colo.—It wag represented at the hearing on the 
proposed railroad freight rate increase in Denver, Oct. 26, that 
any such increase would result in greater use of trucks by ship 
pers and manufacturers. 
~ Witness after witness who appeared to testify before Com- 
missioner Aitchison stated that truck haulers already had eaten 
ieeply into railroad revenues and that the trend in the direction 
of that mode of transportation would be intensified if the rail 
roads’ demands were granted. 

Manufacturers, representatives of chambers of commerce, 
ivestock men, and officials of the public utilities commissions 
f several Rocky Mountain Region states were present to pro 

the proposed rate increase. 

Although it was at first believed that the hearing would 

upy two days, all testimony was concluded in one day and 
Commissioner Aitchison moved to to Salt Lake City. 

James Souby, of Omaha, general counsel for the Union 
Pacific, cross-examined most witnesses at some length, but made 
no attempt to challenge the general trend of testimony. 

At the beginning of the hearing, he took occasion to place 

r. Wileox, a witness for the railroads, on the stand in order 

amplify the testimony taken for the railroads in Washington 

regard to several matters. 

Chiefly, it was testified that, because of the threat of natural 
as competition, the railroads desired to exempt coal movement 
rom various Rocky Mountain fields to the beet factory areas 
rom the proposed 10 per cent rate hike. The reason for this, 

was said, was that the sugar companies had a five-year con 
tract for coal with the provision that, should freight rates go 
the contract would be void. 

Natural gas companies already were launching negotiations 
serve the sugar factories in the event the coal contracts are 
anceled, it was testified. ‘ 

The most time at the hearing was given to C, H. McWhinnie, 
hairman of the public service commission of Wyoming. He in 

duced statistics to prove that the railroads in Wyoming al 
ready were earning a bigger return on their investments than 
ther types of business, and that, therefore, their demand for 
cher rates was unjustified. 

rhe general condition of business in Wyoming at present 
was such that it would not bear any additional burden, he 
leclared. He expressed belief that any benefit accruing to the 
ads through a rate hike would be nullified through loss of busi- 
ess to trucks. 

Railroad men got their best insight into the attitude of 
vestern manufacturers and shippers, however, when J. B. Well- 
borne, traffic manager for the Kuner-Empson Company, Colorado 
canners and pickle manufacturers, took the stand. 

He testified that, up to 1931, his company had shipped its 
products 100 per cent by rail. In the last few years, he said, 
his figure had fallen off until now only about 65 per cent of 
the shipments were by rail, the rest going by truck. In the case 

some middle-western points, according to Wellborne, at least 
‘4 per cent of the Kuner-Empson products are consigned by 


truck 





Contending that this situation was likely to grow worse 
from the railroad viewpoint, Wellborne said: “I do not believe 
nereased freight rates will increase railroad revenues.” 

lL. E. Waters, representing the Colorado Potato Growers’ 
Exchange, composed of 2,500 growers, was another who asserted 
hat higher freight rates would result in more business for 

cks. In the 1931-32 season, he said, 49,446,597 pounds of pota- 

es were shipped from Colorado by truck, and in the season of 

33, 60,298,216 pounds were so shipped, 

The attitude of Wyoming wool growers was set forth by 
|. B. Wilson, secretary of the Wyoming Wool Growers’ Associa- 

Declaring that even now the wool growers were unable to 
make both ends meet and had been unable to do so for four 
years, he said, that, if the proposed rate hike was granted the 

vernment would become the largest livestock owner in the 
vorld 

How is that?” Mr. Aitchison wanted to know. 

Many large herds of sheep and cattle in Wyoming and 

western states already are mortgaged for loans from finan- 

agencies of the government, and if this additional burden 
placed on the livestock men they will lose their property,” 
Wilson replied. 

\ different note was struck by Joseph H. Tedrow, transpor- 

ion commissioner for the Kansas City (Mo.) Chamber of 


‘ommerece. That body, he said, was not opposing the rate in- 


se in general, but was ‘determined that rates affecting Kan- 
s City should not be made higher than for other points. 

\ssertion that the rail carriers would actually suffer a loss 
evenue if the rate increase was granted was also made by 
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G. M. Dummond, general superintendent of the Holly Sugar Cor- 
poration. He said, however, that his company was not opposing 
the rate increase for any products other than sugar beets. 

According to him, an additional increase in most cases must 
be absorbed by the growers, and this would greatly retard the 
development of beet growing areas located more than 50 miles 
from factories (the limit beyond which the increase would 
become effective) and eventually would work to the detriment of 
the carriers through the loss of business. 


Salt Lake City Hearing 


Salt Lake City, Utah.—Trucks and other new agencies will 
handle practically all freight business, particularly in Idaho, if 
the railroads get a general increase in their rate structures, it 
was promised by Idaho officials at the hearing which opened 
in Salt Lake City, October 29 

Six representatives of producers’ associations in Idaho gave 
testimony to show that the proposed increase in freight rates 
would be disastrous to farmers and livestock raisers who have 
operated at heavy losses in the last four years. 

A depressing picture of general conditions in the agricul 
tural and livestock industries of Idaho was painted by the wit- 
nesses, the general tenor of their testimony protesting the pro- 
posed rate increase as prohibitive and certain to result in re- 
course to other transportation facilities. 

Conditions in the state were such that no rate increase 
whatever could be withstood by the interests he represented, 
it was testified by Paul A. Eke, professor of agriculture at the 
University of Idaho. He said Idaho farmers were delinquent 
in their 1932 tax payments because of low prices and higher 
costs, and that to add the additional burden of a rate increase 
would be the last straw. 

“Seventy-five per cent of all privately owned rural lands 
were delinquent a year after the 1932 taxes were due,” he 
said, “Not until we have a series of good crops to sell on a 
much higher market than now prevails will we ever be able 
to increase our freight rate bill.” 

Similar testimony was submitted by C. L. DeLong, of Twin 
Falls, Idaho, representing the potato industry; Austin E. Anson, 
of Nampa, Idaho, secretary and manager of the Idaho Shippers’ 
Traffic Association; M. C. Claar, of Boise, secretary of the 
Idaho Wool Growers’ Association; J. R. Fields, fruit producer 
from Emmett, Idaho; Elbert Campbell, cattleman from New 
Meadows, and L. C. Jones, traffic expert of the public utilities 
commission of Idaho. 

Ernest D. Salm, secretary of the Utah Citizens’ Rate Asso- 
ciation, led the fight for Utah producers. 

Representing the railroad interests were H. C. Hallmark, 
San Francisco, freight traffic manager of the Southern Pacific; 
J. A. Gallaher, Denver, attorney for the Denver and Rio Grande 
Western: George Williams, Denver, freight traffic manager of 
the Denver and Rio Grande; and Roy C. Wilcox, Omaha, freight 
manager of the Unien Pacific. 

In the absence of J. D. Lamb, state public utilities commis- 
sioner of New Mexico and appointee member of the commis- 
sion for the hearing, Who was unable to attend, Commissioner 
Aitchison appointed Thomas O. McKay, member of the Utah 
public utilities commission, to fill his place. 

More evidence designed to show that those who foot the 
railroad bills cannot afford to pay a 10 per cent increase on 
railroad freight rates was piled up October 30 by western farm- 
ers, livestock producers, and industrialists. 

Idaho farmers and livestock men who had testified turned 
their case over to Utah industrialists. 

Late October 29, B. P. Manley, executive secretary of the 
Utah Coal Operators’ Association, testified that, in carrying coal 
from the mines, railroads already had lost considerable busi- 
ness because of high freight rates and that an increase in rates 
would, in all probability, divert the balacne of this business to 
trucking companies. 

Continuing his testimony October 30, he expressed the belief 
that, rather than increase their rates, railroads should reduce 
them. “It is my opinion and the considered opinion of the 
Utah coal operators in general that any increase in the transpor- 
tation charges on Utah coal and coke will result in actual loss 
in revenue to the rail carriers,” he said. “Therefore, the car- 
riers should reduce their rates to regain their volume of business, 
much of which has been lost to truck transportation, whose busi- 
ness is greatly on the increase.” 

The second witness of the day was Charles E. Blaine, traffic 
counsel of the American National Livestock Association, who 
said the rate structure, so far as the western territory was in- 
volved, had already taken additional increases and that a new 
increase would be impossible to absorb. 

E. L. Fischer, Ogden, traffic manager of the Amalgamated 
Sugar Company, declared that increases in freight rates on sugar 
beets, finished sugar and materials, and supplies used in the 
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manufacture of beet sugar, would place an undue burden on the 
industry. 

H. W. Ansell, assistant traffic manager of the Utah-Idaho 
Sugar Company, asserted that “proposed advances on sugar 
beets for any distance are unreasonable and unwarranted 
additional costs might easily represent failure for the industry, 
and, if granted, will only serve as a further invitation for en- 
largement of trucking operations.” 


Railroads already had lost considerable business because of 
high freight rates, and the exhibit based on the Bureau of Cen- 
sus figures, showing a reduction in the value of Utah’s manufac- 
tured products from $214,628,855 in 1929 to $76,805,130 in 1933, 
with a corresponding reduction in wages paid, was presented by 
Harold S. Jennings, executive secretary of the Utah Manufac- 
turers’ Association. 

The Utah State Farm Bureau, by a resolution recently 
adopted, went on record through Tracy R. Welling, executive 
secretary, as being opposed to the carriers’ application. 

Herbert Beyers, secretary and general manager of the North- 
western Turkey Growers’ Association, told of conditions existing 
in the turkey growers’ industry, saying that prices received last 
year for their product were the lowest in history. 


Utah loans had increased, an evidence of the precarious con- 
dition of the livestock industry in Utah and adjoining states, it 
Was pointed out by I. H. Jacobs, manager of the Wasatch Live- 
stock Loan Association. He presented figures showing that the 
total loan on sheep, a head, in 1934 had reached $4.80, and it 
was estimated that growers would receive only $3.45 a head on 
the market. E. R. Underhill, general manager of the Regional 
Agricultural Credit Corporation, substantiated Mr. Jacobs’ state- 
ments. 

This drab picture of the sheep industry was heightened by 
James A. Hooper, secretary of the Utah State Woolgrowers’ 
Association, who said the sheep situation was in a worse condi- 
tion than he had ever before known. “While prices are not as 
low, expenses are higher,” he explained, “It is impossible for 
us to pay higher freight rates.” 


C. Clarence Neslen, assistant state manager of the Home 
Owners’ Loan Corporation, gave testimony tending to show Utah’s 
economic conditions, reporting on the number of home loans 
applied for in the state and the number approved. Irving S. 
Hull, statistician of the Utah ERA, presented evidence of the 
same nature, citing an increase of tax delinquencies in rural 
districts amounting to 36.2 per cent. 

In the afternoon representatives of Ogden industries and the 
Utah Poultry Producers’ Co-operative Association were put on 
the stand. Their testimony all tended to show the general hard- 
ship a rate increase would work on their respective industries. 

Railroad men cross-examined the witnesses and B. E. Still- 
well and J. P. McGrath, examiners of the interstate commerce 
commission, assisted Commissioner Aitchison in conducting the 
hearing, 

Further opposition to the freight rate lift was voiced by 
E. C. Corey, Ogden, assistant manager of the Farmers’ National 
Grain Company, E. R. Alton, director of the Ogden Grain ex- 
change and R. I. McDonough, traffic manager of the Utah Poul- 
try Producers’ Cooperative association. 

Mr. Corey, who also represented the Intermountain Grain 
Cooperative, Inc., expressed opposition to increased rates on 
wheat, corn, oats, barley, rye, grain products and flour. 

Increased rates would greatly discourage the Utah poultry 
industry, which cannot stand further freight increases, Mr. 
McDonough testified. 

The Commission has moved the hearing in Ex Parte No. 115, 
now scheduled to be held at Dallas, Tex., on November 7, to Fort 
Worth, Tex., on that date. It is to be held by Commissioner 
Mahaffie and Examiner McGrath, at the Texas Hotel. 

This moving was ordered after it was discovered that Dal- 
las, on the day mentioned, would be fully occupied with a petro- 
leum convention that would be so large that there would be no 
hotel accommodations either for the hearing itself or for those 
desiring to attend it. 

It has been tentatively arranged that Secretary Wallace, of 
the Department of Commerce, shall, December 3, present his 
views as to the application of the railroads for permission to 
increase their rates, That will be the beginning of the second 
week of hearings scheduled to begin in Washington November 26 
in Ex Parte No, 115. 

Commissioner Aitchison, now holding hearings in Ex Parte 
No. 115 in the west, was able to shorten the hearing schedule at 
both Denver, Colo., and Salt Lake City, Utah. Two days had 
been assigned for the Denver hearing but only one day was 
used. The allowance for Salt Lake City was three days, but only 
two were used. 
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RAIL PENSION LITIGATION 


The Trafic World Washington Buy, 


The Railroad Retirement Board was enjoined October 30 } 
Chief Justice Wheat, of the Supreme Court of the District 4 
Columbia, from issuing any order calling on the railroads fo, 
payment of money or for information. An application of the 
government on behalf of the board for a stay of the decree peng. 
ing’ appeal to the higher courts was denied by Chief Justieo 
Wheat. 

Counsel for the railroads and the board had been heard }, 
Chief Justice Wheat October 27 on the application of the boarg 
for a stay of the decree, the board wishing to make assessments 
against the carriers for funds and to require the carriers to fyr 
nish information desired by the board. The application was 
opposed by counsel for the railroads who asserted, in effect, tha: 
if the application were granted, the result would be nullification 
of the decision of Chief Justice Wheat holding the railroad retire 
ment act unconstitutional (see Traffic World, Oct. 27, p. 6x6) 

After Chief Justice Wheat had stated October 30 that the 
application for a stay had been denied, Hammond E. Chaffetz. 
counsel for the board, asked the court to withhold the final ruling 
for a moment in an effort to have provision made enabling the 
board to call on the railroads for information, particularly as t 
service records of employes who might file applications for 
pensions. 

The Chief Justice said he did not see how he could hold the 
retirement act void and at the same time stay the decree. H; 
suggested that the railroads and the board might agree or 
what might be done but said the court could not stay the decree 

R. V. Fletcher, general counsel of the Association of Amer. 
ican Railroads, said the railroads would be glad to respond to 
reasonable requests for information desired by the pension board 
and it was indicated that the railroads and the board probably 
would agree as to the kind and extent of information to be 
furnished. 

Mr. Chaffetz served notice of appeal of the case to the Court 
of Appeals of the District of Columbia. It was understood that 
an effort might be made to take the case directly to the Supreme 
Court of the United States if that were possible. Mr. Chaffetz 
said he did not know whether the government would ask a higher 
court for a stay of the decree of Chief Justice Wheat. 

On account of President Roosevelt’s plans for a program 
at the next session of Congress for so-called social legislation 
designed to increase the security of the individual through un- 
employment and retirement insurance, the administration is 
vitally interested in the outcome of the rail pension litigation. 

Attorney General Cummings stated it was important that 
the Supreme Court pass on the act as soon as possible, not only 
for the particular purpose of passing on the retirement act but 
also to determine the scope to which any such acts could go. 

Had not Chief Justice Wheat enjoined the retirement board 
from calling on the railroads for money, the railroads would 
have had to pay $22,500,000 to the board November 1, $15,000,000 
of that total being the railroad contribution and $7,500,000 the 
contribution of the employes deducted from pay rolls by the 
railroads, as the quarterly contribution to the pension fund. 

Following the issuance of the injunction against it, the 
Railroad Retirement Board issued the following statement: 


In response to inquiries, the Railroad Retirement Board has an- 
nounced that it will not cease to function while the question of the 
validity of the railroad retirement act is pending before the appellate 
courts. So far as the limited funds at its disposal will permit the 
board will continue to receive formal applications for annuities, t 
carry on correspondence concerning the applications and other mat- 
ters relating to the operation of the board and the railroad retirement 
act. Applications will be checked and prepared for verification fron 
carriers’ records. 

The board has a small staff which will, as hitherto, assist the 
board in planning the set-up of accounts; in preparing forms on whic! 
reports will be made and data furnished; in preparing forms on whic! 
contributors may nominate beneficiaries to receive their contributions 
upon death; in planning systems of filing and indexing; in planning 
methods of claim investigation, auditing and verifying contributions 
and in planning the other many functions which the board must per- 
form. Rules, regulations and explanations will bé drafted by the board; 
continued study will be given to the scope of the act as to carriers 
and particularly as to electric lines. The personnel requirements 
needed to carry on the board’s work will be analyzed in detail and 
preparations made for securing employes if and when that becomes 
possible. 

The retirement board feels that some recent reports in the press 
may have given an erroneous impression concerning the railroad 
retirement act. The subject of pension and retirement legislation 
applicable to railroads was under consideration in Congress for some 
time prior to the passage of the railroad retirement act, the first bill 
dealing with the question having been introduced more than three 
years prior to the final enactment of the law. Extensive hearings on 
railfoad pension legislation were held before a Senate committee in 
January, 1933, and there were hearings before both Senate and House 
committees in 1934. / 

The bill as finally enacted contained many modifications | 
original proposals and sought to take advantage of suggestions which 
were made toward the improvement of the legislation. 

After three months’ experience with the act, the board has fou! d 
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‘ be. in its essential features, sound, workable, and practicable. 
lations of the board, promulgated pursuant to the provisions of 
he act, have dispelled doubts that otherwise might have existed, 
i have provided for a smooth administration. While the board may 
r offer suggestions for amendments, these would be such as would 
ica under actual experience with any legislation involving so broad 
‘feld and so comprehensive a system. 


late 


The board regards it as significant that in the action brought by 
arriers, there is very little dispute as to the proper interpreta- 
of the act. 
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The Railroad Retirement Board has sert a letter to each 
railroad employe reported to it as being 70 years old or older 
and eligible for retirement with a pension under the railroad 
retirement act—if that act is held valid—calling attention to 
the fact that such employes are supposed to retire but that 
the board has ruled they may remain on the job until February 
1, 1935. The board enclosed application blanks on which the 
employes of the class mentioned may apply for pensions. 
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A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves.) 
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WHAT RAILROADS NEED 


Editor The Traffic World: 

My congratulations to Mr. Crowley of Great Bend, Kansas, 
on his letter of Oct. 17, your page 706, and his ability to see 
through a millstone when there is a hole in it, 

The so-called rate of return, over which the railroads and 
the Traffic World have shed so many tears, is an arbitrary for- 
mula that leaves much to be desired in an index of the earning 
power of the railroads. This fact is apparent from a study of 
actual rather than theoretical returns on the capital investment 
or liability and comparison with the ratio of net railway operat- 
ing revenue to the fixed assets plus cash and materials. 

The following data is for the eastern district carriers, ex- 
cluding switching and terminals companies, taken from the an- 
nual reports of the Interstate Commerce Commission: 


(1) (2) (3) (4) 
Per cent Per cent (Thous.) Per cent 

120 ..Red 1.3 Red 

1921 vee 4.6 50,064 1.8 
1922 4.7 4.7 117,523 4.5 
1923 ..-6.4 41.6 238,473 9.1 
1924 . 6.0 4.6 217,081 7.9 
192 6.7 4.6 289,460 10.2 
126 .7.0 4.6 325,163 11.4 

1927 .6.0 4.7 261,918 8.6 
1928 .6.6 1.6 321,878 10.2 
1929 7.9 4.5 360,982 11.0 
ISD seid cicada baneweeee 4.7 4.5 185,419 5.7 
93] 2.7 4.5 33,275 1.0 
1932 2.2 4.4 Red 


(1) Ratio of totals, plant investment a/e 701,702, and a/c 708,716, 
net railway operating revenue. (Revenue divided by the invest- 
ment.) 
(2) Ratio of interest on funded debt to total long term debt lia- 
lity 
(3) Net railway operating revenue less interest on the funded debt 
(4) Ratio of revenue-less-interest to the capital stock liability 


Thus, in 1922, the rate of return is 4.7%, yet they paid 4.7% 
of their capital debt liability and had enough revenue remaining 
to return 4.5% on their capital stock liability, and in 1930, where 
the so-called rate of return was 4.7%, they yielded 4.5% on their 
bonds and 5.7% on their stock. There were charges for interest 
on unfunded debt and for mortization of discount on funded debt, 
but these items reduce the last column by only three-tenths of 
one per cent throughout. The total capitalization averages about 
100% of the investment for the period. 

Mr. Crowley may well wonder why reserves were not pro- 
vided for the leaner years or for insurance against varying levels 
of revenues, and may well ask “what was done with all of this 
money’? I can tell him that the plant investment accounts 701 
and 702 were increased by these carriers by thirteen hundred 
millions of dollars. 

The reason for the carriers’ failure to provide reserves or 
to recognize the danger of expanding with borrowed capital in 
the face of unstable revenue or to scale down the funded debt is 
to be found in the psychology of the carrier management. 

If their revenues took one of the periodic nose-dives in the 
past, they could always depend on the regulatory bodies to per- 
petuate their bonds and increase their rates, so they now assume 
that they still have a monopoly of transportation, that the water- 
Ways and the trucks will be ham-strung, that they will have their 
rates increased—in a word, that everything will be “Jake.” 

I, for one, have been trying to.look at the facts and it appears 
to me that the shippers should realize the changed fundamentals 
f the transportation situation; that the rails do not monopolize 
the field if we can have a square deal in the matter of regula- 
tion of the waterways and the trucks; that the shippers are not 
0 blame fcr the situation of the carriers and cannot Stand an 








increase in their manufacturing and distributing costs at the 
present time or for some time to come; without monopoly the 
carriers cannot increase their rates, and their economic value 
becomes their earning power as one of several agencies for 
transportation. 

I think that Mr. Crowley is on sound ground concerning the 
capital structure of the carriers and that competition will force 
the rail lines to look for future profits in a shrinking of their 
capital expenses rather than in an inflation of an already inflated 
freight rate structure. 

J. D. Greene, Traffic Manager, 
Northeastern New York Traffic Association. 

Albany, N. Y., Oct. 30, 1934. 


COST FORMULA AND STABILIZATION 
OF TRUCK RATES 


Editor The Traffic World: 

Whenever the cost of the means of producing a given article 
or service by one person or company is above that of a com- 
petitor, the available market area is broadened and has greater 
possibilities of volume and profit for the latter. In general, 
transportation distributive rates which are strictly regulated and 
required by law to be uniformly assessed necessarily enter into 
the competitive selling problem. 

Prior to the advent of truck transportation as now carried 
on, a freight rate handicap in competitive selling at a common 
point resulted in so-called equalization of the frejght rate dif- 
ferential which the shipper had to absorb et such rate, 
published according to federal law, could not be manipulated or 
changed at the will of the carrier in order to equalize the ship- 
per’s natural disadvantage of location, his competitor being 
entitled to whatever benefits obtain by reason of natural ad- 
vantage in his shorter haul to the common point. There is no 
law prohibiting a shipper absorbing a natural freight differen 
tial in a competitive market. 

In the absence of truck rate regulaiton or central super- 
vision requiring strict adherence to published rates, the level of 
which is remunerative to carriers as a whole in a particular ter- 
ritory or region, it is plainly evident that opportunity exists 
whereby a shipper may equalize his natural disadvantage by 
requiring the truckers to do the absorbing of the rate differential. 

Present railroad class rates are predicated upon short route 
formula (I. C. C.) milleage, intended to and which does place 
every town on a fair relative rate basis as to location generally 
speaking if not actually. Present truck rates do not afford this 
relative relationship of communities. If truckers fail to con- 
sider this important phase in the establishment of their rates, 
whether under the theory of a “cost formula” or otherwise, they 
will have only themselves to blame in the event of litigation 
brought on by shippers’ complaints either under federal statute 
or enforcement under revised code provisions. With the pos- 
sible exception of Article IX, Paragraph 2, of the Code, nothing 
contained therein holds out any protection either for the shipper 
or the trucker with respect to fair and nondiscriminatory rates 
Nor is there an answer to be found in the “Cost Formula” provi- 
sions. True, it probably is, that truck costs per mile, per trip, 
or otherwise are an all important factor in arriving at remunera 
tive rates, but setting up even a minimum rate structure purely 
on cost basis ignores value of service, risk and other factors, 
not the least of which are relative distances and natural shipper 
competitive locations. 

The cost formula is to be used under the code of fair com 
petition for the trucking industry in determining if rates charged 
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are sufficient to meet the cost of the service to be performed. 
It is not, therefore, the foundational instrument for making fair 
and non-discriminatory rates. It will not be surprising if a 
majority of the truckers, large and small, will find their. indi- 
vidual charges for service are below their actual cost when they 
apply this very comprehensive cost determining set-up to their 
operations. What then will be their position should a group of 
motor carriers join in the establishment of a given level of 
rates? If they are compelled in “self-protection” to join such a 
group, can they operate at a fair profit at the rates this group 
may establish? If not, will they sell or fade out or try to remain 
independents and as such publish and charge rates sufficient to 
cover formula costs and return a fair profit. 


On the other hand let us assume that, under federal regula- 
tion, the Interstate Commerce Commission is authorized by con- 
gress at its next session to deal with the situation. Has the Com- 
mission any idea or theory as to what a general level of truck 
rates should be? Would it be possible for them to order that, 
pending fuller investigation as to costs and other factors, the 
trucks establish class rates conforming with those of the rail- 
roads and thereby immediately set the country at rest as to what 
shall be the basis? Or should they first go about investigating 
service costs, calling for the same information desired under 
the cost formula, on the theory that truck rates should reflect 
so-called lower cost transport and leave the present turmoil in 
status quo? Rate regulation by goverenmental authority of some 
character is being demanded, the’result of which must be adjust- 
ment of differences and uncertainties at the earliest possible 
date for obvious reasons. If the truckers’ code lacks teeth to 
enforce adherence to a stabilized rate structure, the necessary 
improvements must be forthcoming as soon as possible. A code 
is the only document of hope or benefit potential or otherwise 
which the truckers have or will have for some little time to 
come. It should provide its administrative officers with power to 
order that all rates must be established forthwith on a given 
basis temporarily, which basis shall reflect the majority opinion 
in the industry. Good reasoning calls for regional treatment of 
this problem. No good reason exists why the rate level in Idaho 
or California or New England should be the same as that in 
Indiana, Michigan or Illinois. But if the sixth region elects by 
majority vote to temporarily use the railroad scale of rates in 
effect in this region or a given percentage thereof, power should 
repose in the regional and national code authorities to enforce its 
universal adoption within that region. 


At the present time, Indiana as well as a few other states, 
requires the use of a railroad scale of rates for application intra- 
state. Should a truck rate scale lower than the railroad scale be 
adopted for application interstate, it is plain to be observed that 
discrimination against intrastate commerce will exist. It is 
possible in Indiana to enforce adherence to its Commission set 
rates (P. S. C. Order 11700). Illinois, Ohio, or Michigan com- 
petitors of Indiana producers, however, have an advantage in 
unregulated interstate rates. In the past, Indiana shippers have 
been long suffering, but, if truck operators want to know how to 
avoid a large overhead in expense for litigation, it is suggested 
they inquire from the railroad rate-makers and their attorneys 
what has taken place within the past 12 or 15 years as a result 
of cooperative efforts of members of the Indiana State Chamber 
of Commerce traffic committee. 


Little or no complaint now exists against the interstate 
system of class rates applied by rail carriers, made effective 
December 3, 1931, except that somewhat lower short haul rate 
might attract more tonnage from private carriage. But should 
these rates be established as minima for trucks? If so, they 
might result in such attractive revenue that, except for the re- 
strictive powers of a state commission in controlling the use of 
state highways, many new operators would appear in the truck- 
ing business. And, again, if @xisting operators are encumbered 
with a greater operating and overhead expense as may well be 
appearing in the offing if not now upon them, quite likely it may 
be found from cost study results that a rate level equivalent 
to that of the present railroad scale would prove only fair and 
reasonable. In any case, the crying need is “stabilization”; a 
definite fixation of a rate scale or system, lived up to by truckers 
or authoritatively enforced, If the cost formula can be used to 
advantage in establishing uniform rates in region six in addi- 
tion to serving as a test as to the sufficiency of a rate in con- 
troversial cases, steps should be taken at once to make its use 
available for that purpose. If or when such a uniform scale is 
fixed for interstate hauling it should be permitted to apply like- 
wise to intrastate traffic, 


L. R. Martin, Traffic Commissioner, 
Chamber of Commerce. 


South Bend, Ind., November 1, 1934. 
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OLD AGE PENSION 


Editor The Traffic World: 

The old age pension has become a political asset for the 
politician, but it is a bottomless pit for the taxpayers. California 
is demonstrating this by the Sinclair “Epic” and by the Towp. 
send scheme to confiscate the people’s earnings and give them 
to the half million inhabitants of California who are above sixty 
years of age. 

Most of the bills before Congress for non-contributory pen 
sions place the age at sixty, notwithstanding the fact that ap 
proximately ten million persons in the United States of this age 
and over would become entitled to receive the pension. This is 
double the number of our world war veterans living and it equals 
the number of unemployed. 

The size of pensions varies in different states. If held down 
to one dollar a day the addition to the millions now spent for 
weifare would be enormous, or over three billion dollars divided 
between national and state and county expenditures. 

It is a grave question whether the industries of some states 
can stand this extra tax, which, unlike the unemployment bur. 
dens, is not an emergency but will be a fixed annual charge 
Moreover, it is liable to repeatedly grow bigger as politicians 
promise lowering the age limit and increasing the annual gifts 

It is quite enough coercion for Congress to tax certain states 
heavily for building highways over other states that pay but a 
small fraction of the cost of those roads; but when federal old 
age pension bills are enacted on the same plan, the heavily taxed 
states will discover that they must support an ever growing 
population outside their own borders, which is an improper and 
unfair use of the earnings of their citizens. 

And the above sixty-year-old population will be encouraged 
to lead an idle existence. Even today, in states where old age 
pensions are available to persons over seventy, many over the 
age limit are defrauding the tax payers by transferring their 
income bearing property to friends and relatives to hold for 
them in order to reduce their apparent assets, thereby making it 
appear that they would need the pension. In return, they add 
nothing to the assets of the state. They are supported now. 
They will be no more than supported then. 

If any of the proposed measures are passed by Congress 
everybody will have to dig down deeply. The people of this 
country must get together and block the movement. 

Eben W. Burnstead, Executive Secretary, 
Massachusetts Civic Alliance. 


Boston, Mass., October 30, 1934. 





TRUCK LABOR PROBLEM 


A bi-partisan committee representing employers and em- 
ployes in the trucking industry has been announced by the Na- 
tional Recovery Administration to study the question of paying 
the trucking industry’s drivers and helpers during “sleeping” 
and “waiting” periods on “over the road trips.” 

About 20,000 of the industry’s 850,000 truckers and helpers 
engage in “over-the-road” hauls, which the committee will study. 
During over-night trips, one usually sleeps while the other dtfives. 
It is the question of payment to the driver not on active duty 
which will engage the attention of the committee, as well as 
remuneration to drivers who have long waiting periods while a 
load is being assembled. 

The committee is as follows: 
Code Authority to represent employers: Robert W. Barnwell, 
Burlington, N. C.; John W. Morrison, Akron, O., and E. &. 
Wheaton, Indianapolis, Ind. Representing employes, upon nomi- 
nation by the NRA Labor Advisory Board: Thomas P. O‘Brien, 
Washington, D. C.; D. J. Murphy, St. Louis, Mo., and Edward 
Tracy, Washington, D. C. 


Nominated by the National 


TRUCKING CODE AUTHORITIES 


The National Recovery Administration has announced recog- 
nition of the following state trucking code authorities: 


Reed, 420 Lee 8S! 


Malone, 
Birmingham; and 


Harris, & 


Decatur; Thomas C. 
South 13th St., 


Alabama—H. L. 
Montgomery; George C 
S. J. Drummond, Ensley 

Arizona—E,. E. Chambers, 301 
ton G. Sanders, 905 Title and Trust 
Phoenix; Glen Walton, Route 1, Box 22, 
South Third St., Phoenix; Louis VU. G. 
St., Phoenix. 

Georgia—Harry L 


Fourth Ave., Phoenix; Mi 
Phoenix; A. L. Snuffer 
Williams, 7- 
Fillmor: 


South 
Bidg., 
Tempe; rm. 2. 


Schade, 2224 East 


Spring, 207 Forsyth St., Atlanta; Jack |! 
Augusta; Charles R. Pyron, 145 Spring St., = 
Rutland, 205 Atlanta Ave., 


Decatur; D. ] 
st.. S. E.. Atlanta: L. C. 


W., Atlanta; Guy W 
Bittick, Gambi 


Shannon, 113 Courtland 
Motor Express, Forsvth. 
Montana—Carl H. Suhr, Box 1801, Great 
Butte: H. Klinger, Havre: Hugo Aronson, Cut 

3utte: R. J. Healow, Billings. 
Mississippi—Guy McAllister, Tunica; Milton 
P. Rick, Jackson; W. E. Hester, Hazlehurst. 
New Mexico—Frank Shufflebarger, Albuquerque; Neil Gibbe, Albu- 


William Ega! 
Elmer Fran! 


Falls: 
Bank; 


Magee, Jackson; 














Charles Hill, Las Cruces; Jim Walker, Hobbs; M. B. Ben- 
Re Raton; D. P. Rogers, Roswell. 
r the North Carolina—R. S. Koone, 324 West Lane St., Raleigh; R. W 
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Jones, 19 Longmont National Bank, Longmont; Harry C. Clark, 1700 
15th St., Denver, W. E. Allen, 2101 Market St., Denver; W. E. Cox, 
426 S. Hancock St., Colorado Springs; V. G. Garnett, 18th and Wazee 


Tennessee: H. Otis Vincent, 310 Fourth Ave., South, Nashville 
John E. Dupes, 418 North Broadway, Knoxville; William S. Rogers, 
South Pittsburgh; W. Luke, 174 East St., Memphis. 


Kentucky, Dr. D. A. Crosby, Spring and Vine Sts., Lexing- 
ton; Arthur Tabb, 201 North 15th St., Louisville, and W. L. 
Stodghill, 308 W. Liberty St., Louisville. 

Oklahoma, Evans A. Nash, 17% S. Santa Fe, Oklahoma City; 
D. R. Farr, Clinton, Okla., B. H. Megginson, 112 W. Cameron, 
Tulsa, Okla., and T. W. Eason, Enid, Okla. 








Warren Burke, of the San Francisco Chamber of Commerce, 
urged government construction of four or more dirigibles for 
naval and commercial service, with the idea that two of them 
would be leased by the government for the latter service. Unless 
air service were established, he said, America would lose mar 


R. D. Garrett, representing the Kansas City Chamber of 
Commerce, made the following recommendations to the com- 


1. Unified control of military aviation. 2. Organization of flying 
clubs under government auspices and instruction by Army officers 
3. Coordination of all civil aviation activities under one governmental 
commission. 4. Adoption of federal program for development and 
maintenance of airports and airways. 5. Government encouragement 
to program of aeronautical instruction in colleges and universities. 
6. Expansion of government program for aviation research. 7. Adop- 
tion of program of national air defense. 


Supporting the program recommended by Mr. Garrett, George 
Collison, manager of the Denver Chamber of Commerce, urged 
reestablishment of the air mail route between Denver and Kan- 
sas City, which was discontinued after the cancellation of air 


William Holden, appearing as a representative of the Tulsa 
Chamber of Commerce, criticized the present system of bidding 
on air mail contracts, declaring that many of the companies 
were forced to sacrifice something in equipment to make up for 
the loss in revenue suffered from rates incorporated in low bids 
filed to make certain of regaining their old contracts, 


Other witnesses heard included T. F. Bomar, of the San 
Diego Chamber of Commerce; L. S. McIntyre, of the Seattle 


Ornia , Burlington; J L. Wilkinson, 1230 West Morehead St Sts., Denver. 
‘own ( W. C. Honeycutt, Black Mountain. 
thon South Carolina—George W. Weathers, Columbia; M. D. Hicklin, 
hem columbia; S. M. Farabow, Sumter; George A. Rheman, North Charles- 
Sixty 
Washington—Clare C. Cater, Spokane; Lloyd X. Codor, Seattle 
Frank C. Fairchild, Yakima; Arthur Nelson, Grotto. 

pel Wisconsin—Henry Schloomer, 301 Division St., West Bend: C. J. 
t ap Williams, 1526 South First St., Milwaukee; T. E. Lees, Sussex, Har- 
hs , Tidmarsh, Milwaukee 
age Nebraska: Charles E. Hall, 404 Merchants’ National Bank Blidg., 
1s On i; Kile R. Martin, Pilger; W. R. Bouquet, 102 South 10th St.; 
uals mal W. H. Sullivan, Lincoln. 

: rado: J. F. Rowan, 304 Flatiron Bldg., Denver; Marion F. 
Ow! 
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by fast airliners on General Air Lines speeds air traffic 2% 
hourg faster over the mid-continent route from Los Angeles 
to New York, and 1% hours faster westbound. Connections 
are made at Salt Lake with United Air Lines flying multi- 
motored transports exclusively. Above a large cargo of air 
express is being loaded by the Air Express Division of Railway 
Express Agency which operates the high-speed express service 
over the routes of 14 airline companies. The planes used in 
this service are counterparts of the American-built planes that 
startled the world with their performance in the London-Mel- 
bourne air race. Railway Express reports that air express 
traffic over its domestic lines has increased 113 per cent for the 
first nine months of this year over the same peroid of 1933. 


AVIATION INQUIRY 


7 


The Trafic World Washington Bureau 
Pacific coast cities have appealed to the Federal Aviation 
Commission to recommend to Congress revision of provisions of 
the air mail act limiting air mail companies to one primary route 
ntract, 
Amendment of the act is sought for the purpose of permitting 
United Air Lines to continue operation of its present Pacific 
ist route from San Diego to Seattle. The present act has been 
nstrued to mean that the company, also operating one of the 

primary transcontinental routes, will have to give up the Pacific 
ast service not later than March 1 next. 

Representatives of the cities, including Edwin Wilcox and 
LeRoy Goodrich of Oakland, and Arthur S. Dudley, of Sacra- 
mento, took the position before the commission that, because of 

pioneering activities and coordinated service with a regular 

nscontinental line, United Air Lines should be permitted to 
on a contract for continued operation of the Pacific coast 
ite. Chairman Clark Howell indicated he agreed with the 
vs of the spokesmen. 











Chamber of Commerce, and E. J. Symmes, of the Bakersfield 
Chamber. 


Corliss C. Moseley, president of Aircraft Industries, Inc., of 
Los Angeles, urged that government let contracts for the con- 
struction of 15,000 airplane engines of approved types as a means 
of stimulating the aviation industry through mass production 
and consequent low-priced flying equipment. He also urged crea 
tion of a permanent aviation commission. 


Recommendations for a separate air department combining 
air activities of the war and navy departments were presented 'to 
the commission by Richard T. Aldworth, former lieutenant in 
the Army Air Corps and now manager of the Newark airport. 
Mr. Aldworth also urged the creation of a permanent aviation 
commission to “control every phase of civil aviation, including 
research, development, subsidy, rates, airways, the bureau of air 
commerce of the Department of Commerce, etc., to supervise and 
regulate civil aviation.” 

“There are altogether too many federal agencies concerned 
with eivil aviation,” said he. “For example, the Post Office De- 
partment, the Department of Commerce, the Department of 
Agriculture, the National Labor Board and the Air Transport 
Code Authority. Undoubtedly the Federal Transport Coordina- 
tor, the Internal Revenue Bureau and perhaps the Interstate 
Commerce Commission will soon have something to say on civil 
aviation.” 

Maurice Holland, of New York, director of the National Re- 
search Council, urged further government aid to research in the 
aviation industry. 


International Air Transport 


World cooperation and American participation in the estab- 
lishment of international lighter-than-air transport were advo- 
cated before the Federal Aviation Commission by Dr. Hugo Eck- 
ener, the famous skipper of the Graf Zeppelin, and P. W. Litch- 
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field, president of Goodyear Zeppelin Corporation and the Good- 
year Tire and Rubber Company. 

Mr. Litchfield, whose firm built the Navy dirigibles, “Akron” 
and “Macon,” declared that the United States must choose be- 
tween a position of leadership in such transportation or aban- 
doning this field to other world powers. His company had had 
twenty-four years’ experience in airship construction, he de- 
clared, but the organization which built the naval airships would 
pass out of existence unless put to use in building new ships. 

Pointing out that the Graf Zeppelin had crossed the Atlantic 
71 times, Dr. Eckener stated that the practicability of trans- 
oceanic airship transportation had already been demonstrated 
by this ship in its South Atlantic trips. He proposed the estab- 
Jishment of another demonstration service between Europe and 
the U. 8S. to develop a North Atlantic service. 

“I am certain,” said the veteran navigator of the Graf, which 
now runs a regular passenger and mail service between Ger- 
many and Brazil, “that after a short while we will be able to 
accomplish the eastbound north Atlantic voyage from coast to 
coast in an average time of 45 hours, and the westbound voyage 
from coast to coast in an average time of about 55 hours.” 

Both witnesses told the commission of negotiations by 
Dutch, German and United States interests to establish an air- 
ship line from Europe to Batavia. In this connection Dr. Eck- 
ener said that in following in the footsteps of Count Ferdinand 
von Zeppelin, he considered the airship an ideal means of com- 
munication among the peoples of this world. 

“T have no intention of only pleading for German airships 
and a service by German airships,” said he. “On the contrary 
I am convinced that such world traffic by airships can only be 
accomplished by international friendly cooperation.” 

Mr. Litchfield suggested cooperation with these interests 
would lead to the establishment of a round-the-world service. 
He advocated the Construction of not less than two ships to be 
leased to an American operating company, whose operation 
could probably be carried on without any additional cost to the 
government 

“Failure to act now will mean that our merchant airships in 
the future will be in a worse competitive situation than that 
which confronts the merchant marine flying the American flag,” 
said he. “There is no basis for a competitive attitude between 
airships and airplanes. There are definite fields for surface 
ships, airships and flying boats in oceanic travel. From the 
standpoint of economy, the airship will prove superior to the 
airplane in lower operating costs per ton mile. 


“The airship, however, is a mass transportation unit, capable 
of carrying large loads of express and mail matter and a com- 
plement of 80 to 100 passengers from the start. 

“It would be altogether too hasty for us to assume in the 
limited state of our knowledge that there could be only one form 
of transportation through the air.” 

In discussing the proposed demonstration service over the 
north Atlantic, Dr. Eckener volunteered to train American operat- 
ing personnel for the line. 

“On this side,” he said, “we must absolutely have a base 
with a hangar, in order to be able to refuel safely and under 
shelter. At present it is my endeavor to ascertain if it would not 
be possible to find in the United States a suitable base and start- 
ing point.” He intends to make a proposal to the U. 8S. Navy 
for the temporary use of Lakehurst in connection with this dem- 
onstration service. He confidently expects that with the build- 
ing of an American ship, a commercial base will be established. 

The German skipper spoke at length on the voyages of the 
Graf, which have covered a distance equal to twenty-five times 
the circumference of the earth. He pointed out that in flying 
the South Atlantic he had encountered on every trip adverse 
weather conditions at least as difficult for aircraft navigation 
as any he had encountered on the North Atlantic. 

“It was only once,” he said, “that we had to postpone the 
start of a long voyage by twenty-four hours, due to weather 
conditions, and in that case only because local wind conditions 
prevented our taking the ship out of the hangar. All of our 
trips were started and completed without consideration of gen- 
eral weather conditions. We never waited for days, as it is 
generally the custom when making long demonstration trips, in 
order to encounter favorable or advantageous meteorological con- 
ditions.” 

Mr. Litchfield cited the Goodyear “blimp” operating record 
which shows some 1,763,763 miles of airship operation without 
the slightest injury to any passenger. 

In his suggestion as to the best form of government assist- 
ance, Mr. Litchfield drew a parallel between the proposed air- 
ship transportation system and our merchant marine. He sum- 
marized his recommendations in the following specific seven 
points: 


1, Keep the airship industry alive by providing constructional con- 
tracts with government funds. It would be desirable to carry out a 
complete program which, in addition to the construction of proved 
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types, also included experimental construction and 
erection of an operating base. 

2. Allocate the airships so constructed to commercial service «, 
trans-oceanic routes. A practical scheme has been presented which 
would guarantee the experimental operation of these airships at yy 
further cost to the government. 

3. Formulate fostering legislation along the 
ble to our merchant marine, and providing: (a) The right 
can airships to carry American mail. (b) 
differentials and compensation for improved speeds. 
to enter into agreements with foreign operators. 

1. Encourage and assist foreign airship lines as far as 
without prejudicing the interests of our own commercial welfare and 
national defense. 

5. Arrange for an economical supply of helium for domestic aj; 
ships and for any foreign airships operating in cooperation with | 
S. airships. 

6. Encourage local governmental agencies to provide commercia| 
terminals, which would also be assets to the national defense 

7. Provide for the training of airship personnel for use as resery; 
in time of war, 


Mr. Litchfield favored accepting Dr. Eckener’s offer to train 
American personnel in the proposed demonstration service. 
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Dirigibles for Merchant Marine 


Construction of great dirigibles to supplement the American 
merchant marine was recommended before the commission by 
Rear Admiral Hutch I. Cone, retired, chairman of the advisory 
committee of the Shipping Board Bureau, and E. P. Farley, 
formerly chairman of the Shipping Board and head of the Fleet 
Corporation. Admiral Cone favored government construction of 
the great air liners for trans-oceanic passenger and express 
service, such liners to be chartered to private shipping com- 
panies. He said that the cost of one superliner of the type of 
the Queen Mary, recently launched in England, would permit 
the building of at least five airships, including all necessary 
terminal facilities. 

“The United States will be left hopelessly behind unless 
we take steps for building airships to fill out our merchant 
marine,” said Admiral Cone. “To the surprise of everyone, 
these airships, accommodating from 75 to 80 passengers, would 
pay.” 

Mr. Farley expressed the opinion that construction of air. 
ships offered the United States the opportunity of meeting trans- 
oceanic competition. He said steamship companies would wel- 
come the opportunity to cooperate with the government in es- 
tablishing dirigible service to world markets. Other witnesses 
who favored development of airship transportation were William 
F. Gibbs, of Gibbs & Cox, naval engineers; Roland B. Respess, 
president of the Respess Aeronautical Engineering Corporation 
of Rhode Island; Rear Admiral E. J. King, chief of the navy 
bureau of aeronautics, and Brigadier General O. Westover, assist- 
ant chief of the army air corps, the latter discussing also the 
need for heavier-than-air types of military craft. 

Additional recommendations that an airship construction 
program be undertaken by the government came from Lieutenant 
Commander C, E. Rosendahl, commanding officer of the naval 
air station at Lakehurst, N. J.; Carl B. Fritsche, president of the 
Metalclad Airship Corporation of Detroit; and Senator Bulkley, 
of Ohio. Commander Garland Fulton, U. S. navy; James T. 
Howington, vice-president of the Helium Company of Louisville, 
Ky., and John W. Finch, director of the U. S. Bureau of Mines, 
discussed matters relating to use of helium in airships, Com- 
mander Fulton said the great need of the airship now was cheap 
helium, non-inflammable gas, while Mr. Howington said large 
scale airship operation would make it possible for helium pro- 
ducers to operate at plant capacity with a consequent reduction 
in price to a point where helium would be more economical] than 
hydrogen. 


AVIATION CODE AUTHORITY 
Oliver L. Parks, of Parks Air College, East St. Louis, IIl., 
president of the Independent Aviation Operators of the United 
States, has been made a member of the code authority for the 
commercial aviation industry. 


NEW JERSEY TRAFFIC LEAGUE 


The New Jersey Industrial Traffic League held its monthly 
meeting at Newark October 25. The question of the establish- 
ment of a foreign trade zone at the Port of Newark was dis- 
cussed, but no action was taken pending a more detailed study. 
Arthur N. Granzen, president, presided. 

A nominating committee headed by Eric E. Ebert presented 
the following candidates for office to be voted on at the annual 
meeting Nov. 22, at the Hotel Plaza, Jersey City: President, 
William W. Pierce, Newark; vice president, Sol Rettino, Hill- 
side; treasurer, Charles J. Fagg, Newark. Executive commit 
tee, F. V. Brokaw, Hillside; Alexander Markowitz, Newark. 

Twelve applicants for membership were approved by the 
executive committee. 

The fourteenth annual dinner and 
held at the Hotel Douglas, November 15. 
man of the committee. 


entertainment will be 
Sol Rettino is chai! 
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OCEAN MAIL INQUIRY 


The Traffic World Washington Bureau 


tracts is to include the commercial importance of ocean mail 
routes, according to Karl A. Crowley, solicitor of the Post Office 
Department. 

When inquiry Was made as to whether the Post Office De- 
partment’s representatives in charge of presenting the govern- 
ment’s side of the cases had prepared information on the rela- 
tive amount of commerce, agricultural products and manufac- 
tured products that were carried on the mail contract lines, it 
was stated they had not but the solicitor interjected that it was 
being prepared for each route. 

Through John E. Lamiell, director of the department’s divi- 
sion of international postal service, it was brought out that 
ocean mail contract payments, since the Jones-White act of 
1928 became operative, had been as follows: Fiscal year 1929 
(first year in effect), $9,304,217.82; 1930, $13,066,440.87; 1931, 
$18,818,263.76; 1932, $22,402,761.54; 19383, $26,054,590.35; 1934, 
$29,611,481.91. 

The testimony showed that, under ocean mail contracts for 
service to and from Atlantic ports, total payments to ocean 
carriers of $149,178,082 would be required, of which $63,074,209 
had been paid up to June 30, 193 the contracts being on a 
ten-year basis. The cost for carrying the mail on the American 
poundage basis, stated to be three times as much as the foreign 
line commercial rate, would be about $10,430,000 for the same 
period, it was stated, 

Aggregate payments under the contracts, by divisions of 
Gulf and Pacific ports to and from which the contract vessels 
yperate, will be as follows, according to the testimony: Gulf 
ports, $63,483,233; Pacific ports, $95,359,005. 

On the American poundage basis, the pay for the Gulf 
orts was estimated at $65,278.43, and for the Pacific ports, 


$5,065,811.98. 


“It looks like the Gulf was getting the small end of this,” 
said Solicitor Crowley, referring to the Gulf getting $63,000,000 
in round numbers as against $95,000,000 for the Pacific and 
$149,000,000 for the Atlantic port services. K. I. McKay, counsel 
for the Lykes companies, said that Was what he was trying 
to show. 


= Post Office Department’s inquiry into ocean mail con- 


The Chamber of Commerce of the United States has an- 
nounced that a committee of the chamber, headed by James A. 
Farrell, is studying current proposals that the present merchant 
marine mail contract system be replaced by direct subsidies. It 
says the committee’s studies will deal with various alternative 
plans for providing necessary government support to offset the 
higher ship construction and operating costs in this country. 
Other questions before the committee will include the general 
situation of world tonnage, the relative advance of different 
nations in modernizing their merchant fleets, progress in scrap- 
ping obsolete and worn-out tonnage, and types of vessels needed 
for the American merchant marine, including questions of safety 
of life at sea. 

“Rising temperature” was registered in the Post Office De- 
partment’s ocean mail contract inquiry this week. Counsel for 
steamship interests and the government clashed to such an 
extent that observers who also had attended Senator Black’s 
hearings on the same subject at the last session of Congress 
Segan making comparisons as to which should take the prize 
lor arousing the tempers of participants. Before the Post Office 
Department’s inquiry got under way there was speculation as 
‘o whether the example set by Senator Black would be fol- 
lowed by the department, some charitable minded observers 
having thought that possibly the department’s inquiry would 
develop the facts without disturbing dispositions. Developments 
In the department inquiry, however, have not borne out such 
expectations. 

“Mud-slinging” and “outrageous proceedings” were among 
the utterances heard in the inquiry this week. K. I. McKay 
and Ira A, Campbell, of counsel for the Lykes Brothers Steam- 
ship interests, and Calvin W. Hassell, government counsel, fig- 
lred in some of the heated exchanges. 

While details of a contract between one of the Lykes com- 
panies and the Shipping Board were being discussed, Mr. McKay 
isked why T. H. McDaniell, assistant comptroller of the Ship- 
Ding Board, hed made a statement indicating violation of the 
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contract when, counsel for Lykes contended, there was no 
violation. 

“What did you put it in there for then, other than to cast 
another piece of mud?” asked Mr. McKay. 

“They are facts,” replied Mr. McDaniell. 

“They are not facts, Mr. McDaniell,” said Mr. McKay. “They 
are merely the partial statements of what you have gathered 
from these books that, when analyzed, present something which 
is absolutely not true.” 

There were heated exchanges over a statement as to profits 
of the Lykes companies and subsidiaries which had been agreed 
to by representatives of the companies but which counsel de- 
clared had been “rammed down our throats.” 

“In thirty years of very active practice of law, I have never 
been presented with a compilation of that kind and put under, 
as I understood it, the practical compulsion, in order to save 
what might be a prolongation of the proceeding of certifying 
or agreeing to a lot of absolutely irrelevant facts and figures 
which only could be brought into the record for the purpose of 
creating the impression which I felt was unfavorable to my 
clients—not on the merits of the matter under investigation, 
but merely for the purpose of coloring the picture to their dis- 
advantage,” said Mr. McKay. 

Mr. Hassell, for the government, hotly challenged the 
declaration that there was any compulsion or coloring involved. 

Mr. McKay charged that the statement in question con 
tained matter relating to events as far back as 1910 not con- 
nected in the least with ocean mail contracts. 

When Mr. Hassell offered evidence designed to show that 
“utility men” were employed on Lykes’ ships at $1 a month, 
Mr. McKay insisted that James M. Lykes take the stand to 
explain that the reference was to the practice of the company 
permitting young men to enable them to become familiar wit! 
foreign trade and that they were not required to do any work 
but were permitted to assist the seamen in their duties. 

Mr. Campbell read a telegram from the International Sea 
men’s Union to the effect that Lykes Brothers paid good wages, 
provided good food and that wages and working conditions were 
of the best. 

“Are you surprised at our resentment at the mud-slinging 
that we have had hurled at us here?” asked Mr. Campbell. “Is 
that the way you are going to build up a merchant marine?” 

“You won't build it up with these contracts,” asserted Mr. 
Hassell, adding what was understood to have been: “This part 
of the American merchant marine will be scrapped when these 
contracts are over, won't it?” 

“That is exactly what we thought,” replied Mr. Campbell 
“It is a preconceived judgment on the part of the government 
counsel here and he knew that these contracts are going to be 
scrapped. Your tongue slipped. You gave away something you 
did not intend to give away.” 

Previously Mr. Campbell had characterized as “a most out 
rageous proceeding” the offering of an affidavit as to contracts 
for repair work on Lykes ships, the contents of the affidavit 
reflecting on the steamship owners. Assistant Postmaster Gen- 
eral Branch and Solicitor Crowley ruled that the affidavit should 
not be admitted because the affidavit was not present for cross 
examination. 

Later in the hearing, Mr. Campbell said there had been a 
misunderstanding with respect to what he had understood Mr 
Hassell to say about scrapping the mail subsidy contracts, and 
to which he had replied as previously set forth. It appeared 
that what Mr. Hassell had said was that the Lykes vessels 
under the contract under discussion would be “scrap” at the 
termination of the contract—that he was referring to the con 
dition of vessels and not to contracts. 

“It is quite apparent that I misunderstood what Mr. Hassell 
said,” said Mr. Campbell. “So I desire to withdraw my re 
marks. I had no desire to misinterpret or misquote him It 
was entirely a misunderstanding on my part.” 

Mr. Hassell thanked Mr. Campbell for his statement, add- 
ing that perhaps he had not made the statement that caused 
the controversy as full as he should have made it. 

“I said ‘scrap’ though, instead of ‘scrapped’ in the past 
tense, as denoting the condition of the vessels of this par- 
ticular line at the termination of the contract,” said Mr. Hassell 

Assistant Postmaster General Branch had the following to 
say: 
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The suggestion or the thought of counsel (referring to Mr. Camp- 
bell) that the decisions of this board have already been reached or 
that there has been a preconceived plan for the handling of these 
matters is entirely erroneous. I say to counsel that none of us 
knows—I'm sure I don’t—what decision we are going to reach about 
any of theve contracts. I have not the least idea as to what decision 
we are going to reach. We have not even been able to discuss that 
phase of it. I hope counsel will believe me when I say that we are 
going into these matters as fully as we are with a view to getting all 
the light we can, and then we will sit down and try to arrive at a fair 
and just decision for the recommendation that we are to make. 


“Why, of course, I accept your word,” replied Mr. Camp- 
bell. “I believe you are really as sincere in it as a man can 
possibly be. I so believe of the Solicitor (Mr. Crowley) and 
General Howes (First Assistant Postmaster General). But you 
are charged with a grave responsibility by the President and by 
Congress in this act. You have, in the judgment of the ship- 
owners of this country, a splendid opportunity to do a great 
constructive piece of work in connection with the American 
merchant marine. We want to help you. We want to see you 
do it. We want to see something permanent—something that 
will put the flag on the seas to stay—come out of these hear 
ings, and American shipowners, one and all, will lay before you, 
without question, every fact in their possession as We are try- 
ing to do, and try to help you bring about a sound solution of 
this problem.” 

“IT may say that counsel for the government has no other 
desire than that just expressed by counsel for respondent,” 
said Mr. Hassell. 

In behalf of the Lykes interests, Mr. McKay submitted a 
letter written by Senator Fletcher, of Florida, to Postmaster 
General Farley, under date of October 12, 1934, commending 
the operations of Lykes Brothers’ lines as being most efficient 
and “owned by responsible citizens” of Florida. The senator 
said the brothers were gentlemen of the highest integrity and 
ability who had endeavored to cooperate and conform to the 
merchant marine policy enunciated by Congress. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the De- 
partment of Commerce on agreements filed pursuant to the pro- 
visions of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 


Agreement No. 3578 between American South African Line, Inc., 
Ellerman & Bucknall Steamship Company, Ltd., The Clan Line 
Steamers, Ltd., Houston Line (London), Ltd., et al., establishing 
conference to fix rates, charges, classifications, regulations, and 
practices to be observed by member lines for or in connection with 
transportation of cargo from Atlantic Coast ports of the United States 
to ports of West, Southwest, South, and East Africa and Islands ad- 
jacent thereto. 

Agreement No. 3578-A between American South African Line, 
Inc., Ellerman & Bucknall Steamship Company, Ltd., The Clan Line 
Steamers, Ltd., Houston Line (London), Ltd., et al., providing for 
rotation and apportionment of sailings from New York to ports in 
West, Southwest, South, and East Africa and Islands adjacent thereto 

Agreement No, 3578-B between The Union-Castle Mail Steamship 
Company, Ltd., Ellerman & Bucknall Steamship Company, Ltd., The 
Clan Line Steamers, Ltd., Houston Line (London), Ltd., et al., pro- 
viding for pooling of gross manifest rates less specified deductions on 
cargo from Tl. S. Atlantic Coast norts to ports in West, Southwest 
South, and East Africa and Islands adjacent thereto. 

Agreement No. 3579 between American South African Line, Ine., 
Ellerman & Bucknall Steamship Company, Ltd., The Clan Line 
Steamers, Ltd., Houston Line (London), Ltd., et al., establishing 
conference to fix rates, charges, classifications, regulations, and prac- 
tices to be observed by member lines for or in connection with trans- 
portation of cargo from East, South, Southwest, and West Africa and 
adjacent Islands to TT’. S. Atlantic and Gulf ports 

Agreement No. 3589 between Frank C. Strick & Company, Ltd., 
Strick Line (1923), Ltd., and Panama Mail Steamship Company 
(Grace Line) covering the transportation of dates on through bills of 
lading from Basrah, Iraq, to U. S. Pacific Coast ports, transhipped at 
New York 

Agreement No. 3590 between Frank C. Strick & Company, Ltd., 
Strick Line (1928), Ltd., and the American Line Steamship Corpora- 
tion (Panama Pacific Line) covering the transportation of dates on 
through bills of lading from Basrah, Iraq, to U. S. Pacific Coast ports, 
transhipped at New York. 

Agreement No. 3591 between Compagnie Generale Transatlantique, 
The East Asiatic Company, Ltd.. Panama Mail Steamshin Company 
(Grace Line), Grace Line, Inc. (Grace Line), et al., establishing con- 
ference to fix rates and charges for or in connection with transporta- 
tion of green coffee from West Coast ports of Central America and 
Mexico to Pacific Coast ports of 'Mnited States and Canada 

Agreement No. 3609 between DampskslIsk. Torm and the Ameri 
can-Hawalian Steamship Company covering the transportation of dates 
on through bills of lading from Basrah, Iraq, to U. S. Pacific Coast 
ports, transhipped at New York. 

Agreement No. 3610 between Frank C, Strick & Company, Ltd., 
Strick Line (1928), Ltd., and the American-Hawatlan Steamship Com- 
pany covering the transportation of dates on through bills of lading 
from Basrah, Iraq, to U. S. Pacific Coast ports, transhipped at New 
York 

Agreements Modified 

Agreement No. 2211, as amended, between N. V. Stoomvaart Maat- 
schappy ‘‘Nederland,”’ N. V. Rotterdamsche Lloyd, N. V. Nederlandsch- 
Amerikansche Stoomvaart Maats. ‘‘Holland-Amerika Lyn” and The 
Ocean Steam Ship Company, Ltd., The China Mutual Steam Naviga- 
tion Company, Ltd., and Nederland Stoomvaart Nmj. “Oceaan"”’ (Al- 
fred Holt & Co. Managers) covering the operation of a joint service 
between Dutch East Indies ports and ports on the Atlantic Coast of 
North America under the trade name “Java-New York Line,”’ and 


for the pooling of earnings on cargo from United States ports t, 
Dutch East Indies. The modification provides for the amendmen | 
Article 2 of the Pool Arrangement (1) by the insertion therein ,y 
new provision allowing a compensation of $600.00 to the owners +‘ 
vessel loading at Pensacola after having discharged inward care 
another United States Gulf port and (2) by the amendment o . 
provision therein as to “rosin sailings’’ to show that the loadings , 
any cargo may be effected at any South Atlantic port or ports of y 
United States. . 
Agreement No. 2819 between Isbrandtsen-Moller Company, 
Steamship Company Svendborg, Steamship Company of 19i9 — 
Bull Insular Line, Inc., covering the transportation of certain spec. 


fled commodities on through bills of lading from Chinese and Japar 


ese ports to Puerto Rican and Dominican Republic ports, transhinp, 
at New York. Modification provides for the inclusion of matches ., 
enamelware as commodities to be transported under the agreeme. 


Agreements Cancelled 


Conference Agreement No. 83 (South African Lines Confer 
Agreement) between American South African Line, Inc., Ellerma, 
Bucknall Steamship Company, Ltd., The Clan Line Steamers, |), 
et al., providing for maintenance of agreed rates on traffic from 4; 
lantic Coast ports of the United States to South and East Africa 

Agreement No. 94 between Clan Line, Limited, Ellerman & Rp) 
nall S. S. Co., Ltd., R. P. Houston & Co., Prince Line, Ltd 
Union Castle Mail S. 8S. Co., Ltd., covering the regulation of s . 
and the pooling of earnings between United States Atlantic ports 
South and East African ports ; 

Agreement No. 634 between Swayne & Hoyt, Ltd. (Gulf Pa 
Line), and United Fruit Company covering the transportation 
coffee from Vera Cruz, Mexico, to U. S. Pacific Coast ports 
shipped at New Orleans 


SHIPPING TO BRITISH COUNTRIES 


Pointing out that almost every area, and often every island 
in a group, of the large number of areas making up the Britis) 
Empire maintained a separate and slightly different custom 
regime, the Department of Commerce October 31 made publi 
a new study titled “Preparing Shipments to British Countries. 
which was designed to facilitate the shipment of American goods 
to these countries. 

“It goes without saying,” the study states, “that the Amer 
ican exporter is much concerned with making certain that his 
goods reach the foreign customer safely, and without undue tro 
ble or loss of time or money by the importer. Unless awaré 
the necessity for conforming to the special regulations fo 
preparation of documents to each country, the packing of goods 
the marking of goods and packages which must be attended t 
before the shipment leaves this country, he may find that deliver 
is delayed or even prohibited, resulting in confiscation of his 
property or the imposition of heavy penalty against the importer 
He needs also to be informed as to the possibility of regaining 
possession of his merchandise and procedure in reshipping it t 
the United States or to another foreign country, if, for any rea 
son, the consignee fails to take delivery of the shipment.” 

The handbook has been compiled with a view to bringing 
together briefly the essentials of the documentary requirements 
and customs regulations of the various British Empire countries 
and making them available to American exporters, it was stated 

While the study does not carry the official approval of the 
countries dealt with, the information presented is the result of 
the most careful study of the original customs laws and regula 
tions of each country concerned, supplemented by reports from 
American consuls and commercial attaches abroad, 

Special attention is given certain aspects, particularly re 
garding dutiable value and anti-dumping provisions, which ar 
most important in the British Empire. Many other subjects ol! 
importance, such as labeling, packing and marking of goods 
and packages, free port facilities, regulations for entry and ware 
housing, the disposal of abandoned goods, the possibility of ob 
taining advance customs classification on new or unspecified 
goods, fines and penalties for violation of the customs laws, and 
formalities involved in the presentation of appeals against rulings 
and claims for goods, are included. Import restrictions and 
quotas and special regulations are also summarized, and the 
use of mails in shipping goods and the entry of commercial 
travelers’ samples are outlined. 

The report is known as Trade Promotion Series No. 154 and 
is obtainable from the Superintendent of Documents, Washing 
ton, D. C., price 20 cents. 


& 


ABSORPTION CANCELLATION SUSPENSION 

Secretary Roper, of the Department of Commerce, in sus 
pension order No. 35, eastbound intercoastal rates from Mount 
Vernon and Stanwood, Wash., has suspended parts of Thackera 
eastbound intercoastal rates, the effect of which would be to 
cancel terminal rates from Mount Vernon and Stanwood, which 
would have the effect of eliminating the rates of intercoastal 
steamships from the so-called shallow water ports. (See Traffic 
World, October 27, p. 702.) The suspension is from Octobe! 
31 and November 1 until February 28. Under the rates held 
in effect by the suspension order the intercoastal ships absorb 
the cost of getting traffic from the so-called shallow to the dee? 
water ports. 
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OCEAN SHIPPING DEVELOPMENTS 
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The predicted increase in West Indies time chartering has 
materialized in the last week with the result that the list of 
charters in this division was longer than at any time in many 
months. This activity is believed to be due to the announcement 
that the Cuban Sugar Stabilization Institute has decided to ex- 
port the balance of Cuba’s 1934 sugar quota to the United States. 
Other trades, however, failed to show any pickup over the pre- 
ceding week. 

The lone grain fixture was a vessel of 2,193 net tons from 
Montreal to picked ports in the United Kingdom for the first 
half of November, rate not given, 

Fixtures in the trans-Atlantic trade included a 3,341 net ton 
motorship from Cuba to United Kingdom-Continent on the basis 
of 13s 6d for the first half of November. There were also three 
unconfirmed fixtures, two from Cuba to United Kingdom-Con- 
tinent, of 2,052 and 3,495 net tons for November and one from 
Cuba to Marseilles of 2,711 net tons, also for November. 

One steamer of 2,781 net tons was fixed for coal from 
Hampton Roads to Rosario on the basis of 11s for mid-November 
loading and another-cargo with reported as being worked closely. 

The West Indies time charters totaled 21, mostly for round 
trips at rates in the neighborhood of from 90 cents to $1.15. 
There was practically no activity in other branches of the time 
charter market with the exception of a 3,151 net ton vessel for a 
trip down in the River Plate trade for November. 

Scrap iron chartering continued its previous activity, with 
six fixtures on the list, mostly for Japan and the United King- 
dom. One of the Japanese fixtures Was a 3,774 net ton steamer 
from the Gulf at 13s 6d, two loading and two discharging ports, 
for November. A 1;946-ton vessel was engaged for a scrap cargo 
from three North Atlantic ports to the United Kingdom at 13s 
6d, f. d. for November. 

Tanker chartering was practically at a standstill, the only 
fixture of interest being a 10,000-ton dirty cargo from the Gulf to 
Dunkirk at 10s 74%d for December loading. 

A report on the feasibility of using the city-owned piers at 
Stapleton, Staten Island, as a foreign trade zone, submitted to 
Mayor LaGuardia by the Port of New York Authority, says the 
cost of putting six of the twelve piers into shape for this purpose 
would be $7,102,000. It would be necessary for the city to obtain 
a federal grant of 30 per cent and a loan of 70 per cent of the 
construction cost in order to make the project economically pos- 
sible. The six-pier development would accommodate 1,500,000 
tons of shipping, half of it to be transshipped at the piers and 
half to be processed and reexported, it was added. 


The report recommended that the federal government 
agencies in charge of foreign trade zones be asked for permis- 
sion to operate a foreign trade zone on Staten Island, with the 
proviso that it may be leased to private operators. The city 
would then proceed to finance the undertaking through a fed- 
eral grant and loan or by floating a loan on the city’s credit 
or that of some corporate instrumentality. It was also recom- 
mended that the dock and warehouse facilities be leased to a 
terminal operator on a fixed basis per annum during the con- 
struction. 

Construction of the Staten Island piers was begun in 1918 
and their ultimate cost was $20,000,000. They have accumulated 
carrying charges of $10,000,000 since that time and have proved 
ton and New Orleans to include weekly service between Hous- 
to be a white elephant on the city’s hands. 

Expansion of Moore and McCormack’s service between Hous- 
ton and Tampa, Fla., effective with the sailing of the S.S. Com- 
mercial Orleanian from Houston November 13 has been an- 
nounced. Direct sailings for Tampa and returning to Houston 
via New Orleans are provided every Tuesday thereafter. 

Opposition to the St. Lawrence Waterway plan is reiterated 
in a report prepared for presentation at the monthly meeting of 
the Chamber of Commerce of the State of New York November 
|. The report, presented by Thomas F. Woodlock, chairman of 
the committee on internal trade, and sponsored also by the 
committee on harbor and shipping, condemns both the water- 
way development project and the proposed government develop- 
ment of a hydro-electric power plant in connection with it. 


MARINE TONNAGE LOSSES 


A total of 514 vessels of 115,719 gross tons registered in 
the American merchant marine were scrapped and dismantled 
as unfit for further service, 192 of 58,735 gross tons were lost or 
abandoned on the high seas, and 9 of 159 gross tons were 
forfeited to the federal government for violations of law the 
fiscal year ended June 30, last, it is shown by figures made 
public by the Bureau of Navigation and Steamboat Inspection, 
Department of Commerce. 
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These figures compare with 664 vessels of 820,690 gross 
tons dismantled, 237 vessels of 55,281 gross tons lost at sea, 
and 6 vessels of 101 gross tons forfeited to the government 
in the preceding fiscal year. 

Records of the division show that in the fiscal year 1934, 
32 steam vessels of 30,139 gross tons, 123 gas vessels of 3,384 
gross tons, 15 sailing vessels of 9,208 gross tons, 2 canal boats 
of 248 gross tons, and 20 barges of 15,756 gross tons foundered, 
stranded, were destroyed by collision, burned or abandoned on 
the high seas. 

Ships scrapped and dismantled as unfit for further service 
included 97 steamers of 69,192 gross tons, 209 gas vessels of 
6,019 gross tons, 99 sail-barges of 12,227 gross tons, official 
records show, 

There were built in the United Sttaes in the year under 
the merchant marine classification a total of 724 vessels of 
66,649 gross tons compared with 642 vessels of 190,803 gross 
tons in the preceding fiscal year. 

In the fiscal year, it was stated, 29 vessels of 70,795 gross 
tons were sold to aliens against 23 vessels of 12,689 gross 
tons in the preceding year, while 4 foreign built vessels of 1,691 
gross tons came under American registry compared with 3 
vessels of 167 gross tons in the preceding twelve-month period. 


FREE STORAGE AT NEW YORK 


The ports of Boston, Philadelphia, Baltimore and Norfolk 
have filed complaints with the Shipping Board Bureau of the 
Department of Commerce attacking practices of respondent 
steamship lines at New York which they say are preferential of 
New York and disadvantageous to the complaining ports. 

It is understood the complainants will ask the Shipping 
Board Bureau to institute an investigation into the practices 
and to send out questionnaires to obtain information not avail- 
able to complainants. 


The titles of the complaints are as follows: No. 157, Balti- 
more Association of Commerce vs. American & African Steam- 
ship Line et al., filed by Charles R. Seal, traffic director, 22 
Light St., Baltimore, Md.; No, 158, Commonwealth of Massachu- 
setts, City of Boston, the Boston Port Authority vs. Brocklebank- 
Cunard Line et al., filed by Walter W. McCoubrey, commerce 
assistant, Boston Port Authority, and counsel for the state and 
city; No. 159, The State Port Authority of Virginia, Norfolk 
Port-Traffic Commission vs. A. B. Svenka Amerika Linien et al., 
filed by W. A. Cox, director of the port, 743 Law Bldg., Norfolk, 
Va., and H. J. Wagner, director, Norfolk Port-Traffic Commission, 
406 E. Plume St., Norfolk, Va., and No. 160, Joint Executive 
Transportation Committee of Philadelphia Commercial Organiza- 
tions vs. American & African Line et al., filed by S. H. Williams, 
secretary, Chamber of Commerce Bldg., Philadelphih, Pa. 


The complainants allege that respondents permit commodi- 
ties to remain on their piers and/or facilities at the port of New 
York for excessive periods of time without collecting any charges 
therefor and that among the commodities accorded such free 
storage, but not inclusive of all, are peat moss, burlap, green 
coffee, sugar, crude rubber, cocoa beans, sisal, tapioca, flour and 
kapok, while such free storage is not accorded at the complain- 
ing ports. 

Just, reasonable and lawful practices are sought by com- 
plainants for application at the port of New York. 


U. S. MERCHANT MARINE STATUS 


A slight decline in documented tonnage of the American 
merchant marine, principally in the steam, sail, and canal rigs, 
which offset the increased tonnage of motor and unrigged ves- 
sels, for the fiscal year ended June 30, 1934, is shown by com- 
pilations of the statistical section of the Commerce Depart- 
ment’s Bureau. of Navigation and Steamboat Inspection. 

The report shows that on June 30, 1933, there were 24,868 
documented merchant vessels of 15,060,157 gross tons, while 
on June 30, 1934, there were 24,904 vessels of 14,861,834 gross 
tons, an increase of 36 vessels and a decrease of 198,323 gross 
tons. 

The decrease in documented tonnage is accounted for, to a 
large extent, by the scrapping of a number of large vessels, most 
of which were out of service, and were therefore idle tonnage. 

The principal loss in both number and tonnage was in the 
steam classification, due to the fact that the vessels scrapped 
were of this type. Of this class of craft there were, on June 
30, 1933, 5,476 vessels of 11,787,655 gross tons compared with 
5,332 vessels of 11,599,386 gross tons on June 30, 1934, a total 
decrease of 144 vessels of 188,269 gross tons. 

Sailing vessels show the next largest decrease, with a loss 
of 133 vessels of 63,088 gross tons. On June 30, 1933, there 
were 1,227 of these vessels of 562,959 gross tons, as compared 
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with 1,094 vessels of 499,871 gross tons at the end of the present 
fiscal year, 

Canal boats show a slight decline as is to be expected, as 
these craft have long since passed their heyday. Of 166 canal 
boats of 121,760 gross tons on June 30, last vear, only 154 vessels 
of 20,329 gross tons were left on June 30, 1934, a decrease of 
12 vessels of 1,431 gross tons. 

Motor vessels, however, are decidedly on the increase, and 
have been for some years. They are now at the peak of all 
time, both in number and gross tonnage. On June 30, 1933, 
there were 12,706 documented vessels of this class of 1,074,585 
gross tons as compared with 13,003 vessels of 1,087,197 gross 
tons on June 30, 1934, an increase of 297 vessels of 12,612 
gross tons. 

Unrigged vessels, such as barges, scows, and dredges, are 
on the incre»se. Their progress has been fairly steady for a 
number of years, with the exception of 1931, which being the 
first for some time in which they failed to make a gain. On 
June 30, 1933, there were 5,293 unrigged vessels of 1,613,198 
gross tons as compared with 5,321 vessels of 1,655,051 gross 
tons on June 30, 1934, an increase for the year of 28 vessels 
and 41,853 gross tons. 

There is, also, a noticeable tendency from foreign to coast- 
wise trade, there being 3,902 vessels of 4,710,169 gross tons 
engaged in foreign trade on June 30, 1933, while on June 30, 
1934, there were 3,842 vessels of 4,606,623 gross tons so en 
gaged. The number of vessels in coastwise trade increased from 
20,966, on June 30, 1933, to 21,062 vessels oh June 30, 1934, 
while the tonnage decreased during the same period, from 
10,349,988 gross tons to 10,255,211 gross tons. This represents 
an actual increase of 96 vessels and a decrease of 94,777 gross 
tons in the coastwise trade, in spite of the fact that there was 
an actual increase in the total merchant vessels, according to 
the compilations. 


BARGE-RAIL ROUTES AND RATES 


Meeting the railroads for an investigation 
of the subject, the Commission, in No. 26712, rail and barge 
joint rates, has instituted a proceeding into and concerning 
the reasonableness and lawfulness otherwise of existing through 
routes and joint rates, rules, regulations and practices for ap 
plication by carriers by railroad and carriers by water operating 
upon Mississippi and Warrior rivers and their tributaries. The 
inquiry covers the reasonableness of existing minimum differen- 
tals between all-rail rates and corresponding rail-barge, barge 
rail, and rail-barge-rail rates; the necessity, if any, for the 
establishment of additional through routes and joint rates, rules, 
regulations and practices; and for the fixing of reasonable 
minimum differentials, if any, between the corresponding all-rail 
rates and any such additional through routes and joint rates; 
with the view of making such findings in the premises and pre 
scribing such just, reasonable and otherwise lawful joint rates, 
rules, regulations and practices and such reasonable minimum 
differentials, if any, as the facts and circumstances shall appear 
to require. 

All common carriers by railroad and by water participating 
in the joint rates referred to have been made respondents to 
the proceeding. Times and places for hearing in the proceeding 
are hereafter to be set by the Commission. 

The proceeding, for administrative purposes, has been put 
upon the docket of Commissioner Miller. His aide in the matter 
will be Examiner Barclay. Heretofore rail-barge matters have 
been upon Commissioner Eastman’s docket, with Examiner Hos- 
mer in immediate charge, Inasmuch as Commissioner Eastman 
is serving as coordinator of transportation, except when it is 
necessary for him to break a tie among the other ten commission- 
ers, he is not available for the work in this case. 

This proceeding is in accordance with the often expressed 
hope of railroads that the Commission would go into the whole 
subject of routes and rates integrating railroads and barge lines 
(see Traffic World, September 22, p. 451, and September 29, 
p. 495). 

Joined with this newly initiated case are the following: 
No. 13290, The Secretary of War, operating Mississippi-Warrior 
Service, vs. A. & R. et al.; No. 18406, Inland Waterways Corpora- 
tion, operating Mississippi-Warrior Service, vs. Beaumont, Sour 
Lake & Western et al.; No, 19017, Inland Waterways Corporation 
vs. Chicago Great Western et al.; No. 19480, Inland Waterways 
Corporation, operating Mississippi-Warrior Service, et al. vs. 
A. G. S. et al.; No. 26679, Baltimore & Ohio Railroad Co. et al. vs. 
American Barge Line Co. et al.; No. 26680, Akron, Canton & 
Youngstown Railway Co. et al. vs. Inland Waterways Corpora- 
tion; No. 26681, Alton Railroad Co, et al. vs. Mississippi Valley 
Barge Line Co.; and No. 26592, Mississippi Valley Barge Line 
Co. vs. A. & S. et al. 

Preceding the paragraph ordering the creation of the pro- 
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ceedings, the Commission said that, “having under consideratioy 
the subject of through routes and joint rates, rules, regulations 
and practices for application by common carriers by railroad anq 
by common carriers by water operating on the Mississippi and 
Warrior rivers and their tributaries, and a petition having bee; 
filed by common carriers by railroad, parties to the above-entitled 
proceedings in Nos, 13290, 19017, 19480 and 18406, by which sgaiq 
petitioners ask that said proceedings be reopened for rehearing 
and be reheard, with the hearing upon the pending complaint 
in above Nos. 26679, 26680 and 26681, filed by petitioners, and , 
further complaint in above No. 26592 having been filed, and fo; 
good cause appearing,” it ordered as hereinbefore set forth 

At the time it put out its order instituting the proceeding, th; 
Commission denied the petition of railroads for reopening fo, 
further hearing barge-rail cases No, 11892, United States Wa; 
Department, Inland Waterways, Mississippi-Warrior Service, ys 
Abilene & Southern et al.; No. 11893, Same vs. Same; I. and § 
No. 3399, cotton and cotton linters from southern and southwest 
ern states to New Orleans, La., and Mobile, Ala., via rail and 
barge lines; and I. & S. No. 3411, sugar from points in Louisian, 
to Arkansas via rail-barge-rail routes, 

The petitions in those cases were denied because they coy 
ered, among other things, switching absorption and divisions 
in the formal docket cases and rates in the suspension proceed 
ings which the Commission found not justified, without, however 
prejudice, to the filing of other rates. The suspension proceed 
ings do not carry orders which the railroads are bound to obey 
That being the fact, inclusion of those cases was not deemed 
necessary. 

While Ex Parte Nos. 96, 99 and 102 were not reopened, th 
rates established by reason of the orders in those 
involved In that sense, the so-called ex parte proceedings ar 
covered by the general proceeding. 

The cases joined with the inquiry in which railroads appea: 
as complainants were filed by railroads after the Supreme Court 
held that if railroads complained about rates ordered under th 
Denison act proceedure, the Commission had to give them hear 
ings. The others arose before the enactment of the Denison law 
The one in which a barge line appears as a complainant is a 
proceeding asking for routes and rates. 


cases are 


SHIPPING BUREAU HEARING 
The Shipping Board Bureau's hearing in No. 152, 
& Christenson (Arrow Line) et al. vs. Shepard Steamship Co 
and No. 154, American-Hawaiian Steamship Co. et al. vs. Shepard 
Steamship Co., scheduled for New York City, November 16 
will be held at the Ambassador Hotel. 


Sudden 


BACK-PILING LUMBER CHARGES 

Boston, Mass., and others 
Bureau of the Department 
increased charges for the 
published in the Wiggin 
Wiggin Terminals 


The J. F. Gerrity Company, of 
have petitioned the Shipping Board 
of Commerce to suspend proposed 
back-piling of intercoastal lumber as 
Terminals tariff effective November 1, at 
Boston, Mass. 


IMPROVEMENT OF WATERWAYS 


The War Department has announced approval of allotment 
of waterway funds as follows: Southwest Pass, Mississippi 
River, La., $200,000 for construction of dikes, removal of sub 
merged sill, and rectification of West Headland dike; exam 
inations, surveys and contingencies, Mobile, Ala., district, 
$60,000; Beaufort Inlet, N. C., $20,000 for maintenance dredging 
and $11,000 for repair of dam No. 2, near Madison, Tenn., Cun 
berland River, Tenn:, and Ky. 


COMMERCE IN U. S. VESSELS 


In the seven months ended with July, American 
carried, by value, 35.7 per cent of the domestic exports and 37.5 
per cent of imports for consumption, in the waterborne foreign 
trade of the United States, according to the monthly summary 
of foreign commerce issued by the Department of Commerce, 
compared with 36.4 for exports and 37.7 for general imports in 
the corresponding period last year. For July alone the per 
centages were 37.3 for imports for consumption and 35.7 for 
exports as against 35.2 for general imports and 34.1 for exports 
in July last year. 


vessels 


COAL AGAINST ST. LAWRENCE PROJECT 


Opposition of the bituminous coal industry to the St. Law- 
rence waterway projcet has been formally embodied in a, reso 
lution adopted at the annual meeting of the National Coal Asso 
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ciation, October 27, as follows: 


Resolved, That the hydro-electric power development now being 
initiated by the TVA and by other government agencies, and the 5! 
Lawrence project, which is to be revived for action by the next Con- 
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without economic or social justification and, on the contrary, 

1 wasteful, extravagant and destructive and ought to be speedily 

ted. The consummation of this program will increase unemploy 

; tead of relieving it; will dislocate and destroy private indus 

tead of stimulating it; will effect direct losses of incalculable 

upon the coal industry and related business, upon the rail 

oa and upon the privately owned public utilities; will impose new 

and unnecessary burdens upon the American taxpayers, and, 

in its entirety, this stupendous water power development is cal- 
i to retard rather than promote recovery. 

The association also went on record in opposition to any 
nerease in freight rates on bituminous coal. 


RAIL-ZEPPELIN 

With the Union Pacific’s stream-line train coming over the 
New Haven Railroad from New York to Boston on an exhibi 
tion tour, local interest is centered again on the New Haven's 
own three-car stream-line train, the Rail-Zeppelin, which is 
eing built at Akron, Ohio, by the Goodyear-Zeppelin Company. 
New Haven Railroad officials say the train will have many 
features that, so far, have not been incorporated in any stream- 
ne train. 

The Rail-Zeppelin,” says the statement, “which will be 
elivered about the first of February, will be the first train 

its kind to have automatic, electrically controlled doors and 
steps, the first to have double-end control with a powerful en- 
ine at each end of the train, the first to have combined hy- 
draulic and spring shock absorbers, and the first in which all 
auxiliary equipment has been arranged above the car floors 
and so located as to provide the maximum accessibility for 
nspection and maintenance. 

The passenger doors in the new train will be near the 

nter of the cars rather than at the ends, and the steps are so 
arranged that they will fold up into the body when the train 

in operation, retaining an unbroken surface. Both the steps 
and the doors will be operated by cylinders which are elec- 
rically controlled. It will be impossible to start the train 
intil all doors are closed and their opening will be controlled 
from the engine compartment, with the addition of proper pro- 
visions for emergency opening in each car. 

“The double-end control will be a very desirable feature, 
saving valuable time through making it unnecessary to turn the 
train around for the reverse run At each end will be a 400- 
horse power Diesel oil engine, an arrangement Which not only 
facilitates reversing of direction, but because of the distribu- 
tion of the engine weight at each end, we believe will result 

much smoother riding qualities than any other train of its 
type, especially when combined with our new hydraulic-spring- 
shock absorbers. Another very attractive feature of the two- 
engine arrangement is that in case of the failure of one engine, 
the train will be able to continue to its destination without 
assistance. Normally both engines will be used at the same 
time 

“A beautiful blue, with two bands of satin-finish silver, will 
mark the outward appearance of the train. It will be con- 
structed of duraluminum, the same metal ised in building the 
framework of giant airships, achieving light weight without 

icrifice of structural strength. 

“Another unusual feature which has been decided upon is 
the use of a vertical headlight in addition to the ordinary kind, 
as an added protection to motorists at grade crossings, as the 
vertical headlight should be visible from a great distance. 

“The lighting scheme will be unique, with the lights in 
troughs of brilliant reflecting metal running the length of the 
car on each side, throwing the illumination on to the light- 
colored ceiling, with a resultant most efficient yet soft illumina- 
tion for reading and other purposes. 

“The entire train will, of course, be air-conditioned, it will 

completely roller-bearing, will have double plate glass win- 
dows set in aluminum frames, and the floors will be of cork, 
covered by attractive linoleum. 

“There will be very comfortable, low-set, light weight seats, 
ibber insulation will be used generally for the elimination of 
noise, and the roofs, sides and floors will be adequately insulated 
with a special light weight insulating material. 

“Safety features, as always, received first consideration, as 
we feel keenly our obligation to provide first of all safe transpor- 
tation, with speed and comfort secondary. Therefore, the train 
vill be equipped with specially designed air brake equipment 
Which even at the higher speeds will enable stopping the train 
vithin the same distance as ordinary steam trains.” 


TANK CAR SERVICE CODE 

A proposed amendment of the NRA administrative order 
approving the budget and basis of assessment for the tank car 
‘service industry to clarify the order and to prevent any possi- 
Dility of duplicate assessments for the same car, the assess- 
ment method being on the “per-car’ basis, is pending before 
\cting Deputy Administrator C, P. Clark. Suggestions or ob- 
ections ag to the amendment must be submitted to Deputy 
Clark before November 9. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
l nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. trafic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation teo complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought mp for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Saggremene, 
Traffic Service Corporation, Mills Building. ashington, D. C 
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Perishables—Liability of Carrier for Loss or Injury 


Ohio.—Question: A shipment of 1,650 gold fish, in three cans 
weighing 300 pounds, moved via the Railway Express Agency. 
At the time this shipment was delivered, 1,194 gold fish had 
been removed account of dying in transit, the dead fish having 
been removed by the Railway Express Agency to minimize the 
death loss. 

When this shipment was delivered, no notation, whatsoever, 
as to whether or not any fish had been removed in transit was 
on their delivery receipt. Upon rechecking by the consignee, 
it was discovered that only 456 gold fish were in the cans, 
whereas they paid express charges on the entire shipment. 

Will you kindly advise if there is any recourse against the 
carrier. If so, cite us decisions of the Interstate Commerce 
Commission in point. 

Answer: A common carrier, sued for loss or damage to 
goods, may defend on the ground that the loss or damage accrued 
through the inherent vice or natural deterioration of the goods. 

While a carrier as to most commodities is an insurer against 
all results incidental to the transportation thereof, except act 
of God, public enemy, or the fault of the shipper, it is only liable 
for deterioration in perishable goods, where negligent in pro- 
tecting the goods from injury while in its custody or in delivering 
them with dispatch to the consignee or connecting carrier. 

Where a shipper proves that goods had been delivered to a 
carrier in good condition and arrived at their destination in a 
damaged condition, such change in condition is evidence from 
which a jury may be permitted to infer that the injury arose 
from the negligence of the carrier, unless that change in con 
dition is one which results from the operation of a natural law 
inherent in the property, or is of a character not reasonably giv 
ing rise to a presumption of negligence on the part of the car- 
rier. The owner in order to obtain the benefit of this presump 
tion must, however, prove that the goods were in good condition 
when delivered to the carrier; for there is no presumption in 
the absence of evidence that they were in such condition. South 
ern Express Co. vs. Bailey, 66 S. E. 960; Phila. B. & W. R. Co 
vs. Diffendal, 72 At. 193; Castelucci vs. L, V. R. Co., 40 Pa. 
Super. Ct. 24; American Ry. Exp. Co. vs. Fegenbush, 144 So. 320. 

In Georke vs. American Ry. Express Co., 240 N. W. 321, it is 
held that a carrier in receiving for transportation perishable 
goods not properly packed, assumes to carry them as they are 
and full common carrier liability attaches. 

In Slinn Co. vs. American Ry. Express Co., 220 M. T. S. 391, 
the court said: 


The defendant was not under the common carrier duty of abso 
lute insurer as to these peonies, or as to their good condition on 
arrival. They were perishable, and the risk was expressly excepted 
in the contract of carriage. Therefor their arrival in bad condition 
did not place upon the defendant the burden of explaining and show- 
ing excuse relieving it from liability. 

The gravamen of the action is negligence. It was incumbent 
on the plaintiff to prove that the loss occurred without fault of 
the shipper, and as a result of the unreasonable conduct of the 
carrier. This, I believe, has not been satisfactorily established 


It is to be observed that Section 3 of the Uniform Express 
Receipt provides that unless caused by its own negligence or 
that of its agents, the company shall not be liable for the death, 
injury, or escape of live freight, and that Section 4 thereof, 
states that unless caused in whole or in part by its own negli- 
gence or that of its agents, the company shall not be liable for 
loss, damage, or delay caused by the nature of the property, 
or defect or inherent device therein. 


Liability of Carrier for Injury to Shipper Resulting from Defec- 
tive Crane or Other Loading or Unloading Device 


Maryland.—Question: At points A, B, and C, on X Rail 
road, the carrier furnishes a piece of equipment for the use of 
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its patrons as a matter of convenience in the unloading of auto- 
mobiles. 

This piece of equipment is furnished to meet competitive 
conditions on Y Railroad. 

Will you please advise what liability rests upon the X 
Railroad should one of its patrons, in using this piece of equip- 
ment, Which it has furnished for their convenience, be injured? 
The X Railroad in no way assists in the unloading, and, as stated, 
the equipment in question is simply available as a matter of 
convenience for its patrons. 

Your advice on this matter together with any court or Com- 
mission rulings will be appreciated. 

Answer: In Rau vs. Wilkes Barre & E. R. R. Co., 167 At. 
230, it Was held that where a carrier lent its crane, with opera- 
tor, to the consignee to unload a shipment and the consignee's 
employe was injured through the crane operator’s negligence, 
the carrier, as owner of the crane, was not liable. 

We can locate no decisions of the courts specifically in point, 
in so far as the liability of a carrier for injury to a shipper or 
his employe resulting from a defective crane or other loading 
or unloading device furnished by a carrier for the convenience 
of loading or unloading, but in our opinion the principle of the 
decision of the court in Idaho & W. N. R. Co. vs. Wall, 184 
Fed. 677, is applicable. In this case the court held the carrier 
liable on the ground that it was the duty of the carrier to 
furnish the shipper and consignee a safe place in which to work. 

The cases holding the carrier not liable for injury to the 
consignee’s employes through negligence of the carrier’s em- 
ploye are based on the ground that as, under the tariffs, it is 
the duty of the shipper or consignee to load or unload carload 
freight, the carrier’s employe, in assistaing the shipper’s em- 
ploye in loading or unloading becomes the employe of the 
shipper or consignee for this purpose. 

Unless the shipper or consignee, by using the carrier's 
loading or unloading device, makes that device his own by the use 
thereof, the carrier is, in our opinion, liable for injury result- 
ing from defects therein. 


Liability of Shipper for Injury Caused by Trucking Company 


Florida.—Question: It is the writer’s recollection that 
around the latter part of last year or the first part of this year, 
the Traffic World published a report in a State Supreme Court 
decision involving the liability of shippers in connection with 
shipments made by contract carrier truck lines. 

It will be very much appreciated if you will advise in what 
issue or issues information may be found on this subject. 

Answer: The law relating to the liability of the truck 
operator and shipper for injury to third persons is definitely 
settled. 

Ordinarily either the law relating to master and servant 
or that of principal and independent contractor governs the 
relation between a shipper and a truck operator. Under the 
law (except where modified by statute), unless the master (the 
shipper) controls the actions of the servant (truck operator), 
the relationship is that of principal and independent contractor. 
Under this latter relationship the principal is not liable for 
the acts of the independent contractor, but where the relation- 
ship of master and servant exists the principal is liable for 
the acts of the servant. 

The following are more recent decisions in which the ques- 
tion at issue was whether or not the truck operator was a ser- 
vant of the shipper or an independent contractor: Carter Pub- 
lications vs. Davis, 60 S. W. (2d) 640; Redfield vs. Chalsea 
Coal Co., 16 Pac. 2d) 475; McDonald vs. Hall-Neely Lumber 
Co., 147 Sou. 315, and Dave Lehr vs. Brown, 58 S. W. (2d) 886. 

In the case first cited it was held that a contractor under- 
taking to deliver newspapers, employ help and control means 
of delivery was an “independent contractor” and not “servant,” 
hence a newspaper publisher was not liable for negligence of 
the party employed by the contractor to deliver newspapers; 
that an employer has the right to exercise such control over 
independent contractor as is necessary to secure proper per- 
formance of contract, without thereby creating the relation of 
master and servant, if the employer does not control the con- 
tractor in the manner of performance of the work. 

In McDonald vs. Hall-Neely Lumber Co., 147 Sou. 315, it 
was held that one hauling, in his own truck, logs for a lumber 
manufacturer at a certain price per thousand feet, the manufac- 
turer having no control over the manner, method, or means, 
was an “independent contractor,” for whose negligence in 
operation of the truck the manufacturer was not liable. 


Reparation—Subsequently Reduced Rate 


Virginia. —Question: The writer will appreciate your advice 
in connection with the following instance: 

“A” bought a complete mill, consisting of buildings and 
all equipment contained therein, and made application to the 
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initial carrier for a special rate to cover the movement. The 
reduced rate was made effective thirty days after the origina) 
application, but prior to the effective date of the reduced rate 
it was found necessary, in order to have the buildings and equip. 
ment set up before the cold weather would hamper operations. 
to have some shipments made. 

Will you please advise whether, in your opinion, the car 
rier should make application to the Commission for reparation 
on the shipments made prior to the effective date of the re 
duced rate? 

Answer: The Commission has held in numerous cases that 
the voluntary reduction of a rate, unaccompanied by proof that 
the higher rate was unreasonable, is not sufficient to justify an 
award of reparation on shipments moving prior to the redu 
tion. Providence Fruit & Produce Exchange vs. New York 
N. H. & H. R. R., 142 I. C. C. 179, 181; Meyers Co. vs. Pennsy! 
vania R. R., 136 I. C. C. 101; Oklahoma Traffic Association ys 
Atchison, T. & S. F. Ry. Co., 129 I. C. C. 4038, 406. 

It has, however, held that while the subsequent reduction 
of a rate does not show the prior rate to be unreasonable. 
neither does it act as a bar to reparation when the forme: 
rate was clearly unreasonable. Knoxville Iron Co. vs. Louis 
ville & N. R. R. Co., 107 I. C. C. 627, 634. 

Whether or not a carrier will apply to the Commission fo: 
authority to refund the difference between the charges collected 
and charges based upon the subsequently established rate is a 
matter for determination by the traffic officials of the carrier 

In the event the carriers are not willing to present an 
application to the Commission on the Commission's Special 
Docket for authority to make reparation, a complaint may be 
filed with the Commission on the Commission's formal docket, 
and supported by rate comparisons which tend to show the 
unreasonableness of the charges assessed. See the decision of 
the Commission in United Verde Copper Co. vs. Atchison, T. & 
S. F. Ry. Co., 136 I. C. C. 573, the facts in which, in so far as 
the application for a reduced rate and movement of shipments 
prior to the establishment of the reduced rate are concerned, 
are similar to those in the instant case. Reparation was 
awarded by the Commission. 

Demurrage—Embargoes 

Wisconsin.—Question: We would appreciate very much if 
you will kindly give us your interpretation of the following 
problem: 

We understand that, where cars are held for either load 
ing or unloading at plants where a strike is in progress, there 
is no legal way in which the carriers may be relieved from their 
obligation of collecting demurrage charges. 

In the case we have in mind, however, the consignees re 
quested the agent of the railroad at their station to place an 
embargo on all incoming freight until such time as the strike 
was settled. This, however, the railroads refused to do and 
several cars arrived in the yards, and demurrage amounting 
to several hundred dollars accrued. 

We will appreciate if you will inform us whether or not 
there have ever been any decisions handed down covering 
similar situations. 

Answer: Strikes which prevent shippers from loading or 
unloading cars afford no basis for relief from demurrage charges 
Wholesale Coal Freight Association vs. Director-General, 58 
IC. C. 1538. 

In our opinion the principle of the Commission's decision 
in Newton Oil Mill vs. Director-General, 74 I. C. C..1138, is ap- 
plicable to the facts in the instant case relating to demurrage 
which accrued by reason of the refusal of the carrier to place 
an embargo, if, as we assume, the consignee was under contract 
to receive the shipment. 

In this case the Commission said: 

Complainant bought cottonseed either directly or through agents 
on a commission basis. The contracts of purchase provided for 
shipment to complainant within a reasonable time. Complainant 
Was under contractual obligation to receive the shipments here con- 
sidered. In Menasha Co. vs. Chicago & Northern Ry., 241 U. S. 9%, 
the Supreme Court held that, under the Hepburn Act of 1906 amend- 
ing the interstate commerce act, an interstate carrier cannot at 
the request of a consignee who is under contract to receive ship- 
ments declare an embargo on the shipments and refuse to furnish 
ears for the shippers; that if it temporarily does so and then re- 
moves the embargo, the latter act is but a return to its duty under 
the act; and that failure to notify the consignee of such removal 
does not relieve the latter from liability for demurrage provided by 
the published tariff. In Lieberman vs. C. & N, W. Ry. Co., 69 
I. Cc. C. 599; and Kirk & Co. vs. C. & N. W. Ry. Co., 60 I. C. ¢ 
491, we held that demurrage charges assessed on shipments con- 
structively placed at points on connecting lines, due to inability 
of consignee to accept delivery, were not unreasonable or unlawful. 
Complainant attempts to distinguish the instant case upon the 
ground that the embargo was laid at the request of the Gulf, Mobile 
& Northern, but admits that it acceded to the embargo on account 
of its inability to receive further shipments, 


Bills of Lading—Endorsement by Order Notify Party 
Nevada.—Carriers differ in their requirements as to endose 
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ment of order notify bills of lading, in respect to endorsements 
hy notify parties. Some carriers require endorsement of the 
party notified, while others make no such requirement. 

| would like to have your opinion as to whether, under the 
pill of Lading Act, endorsement by notifyee is necessary in 
case that the bill of lading is presented by the notifyee per- 
sonally or by his agent, and where delivery is to be made to 
him or his agent. Citations from any available court opinions 
yn this subject will be appreciated. 

Answer: We see nothing in the Bill of Lading Act which 
requires the endorsement of an order notify bill of lading by 
the notify party. In our opinion it is unnecessary, except that 
it serves the purpose of a receipt to the carrier for the reason 
that the negotiation of the order bill of lading has ended upon 
surrender of the bill of lading to the carrier and delivery of 
the goods represented thereby to the notify party. 

We locate no decisions of the courts relating to this 
question. 


( 


Tariff Interpretation—Application of Intermediate Rule 


Georgia.—Question: Your opinion on the following question 
will be appreciated. 

A rate of 60 cents is provided in Item 746, page 275 of Agent 
Curlett’s I. C. C, A-260, on ice molds, C. L., from New York to 
Savannah, Ga., Brunswick, Ga., and Jacksonville, Fla., which 
applies via the routes of the Southern Ry. and the Seaboard 
Air Line Ry. through Atlanta, Ga. Therefore, under Item 153 on 
page 85, this rate is made applicable to intermediate points, viz., 
Atlanta and Macon, Ga. On pages 340 through 343 specific routes 
for the account of the Atlantic Coast Line R. R. Co, are provided, 
and Route 2 shown to destinations on the Georgia Railroad, in- 
cluding Atlanta and Macon. 

As already shown, the rate to these points is 60 cénts, hav- 
ing been established by Item 153. The Commission has held 
that such a rate is as specific as though it were shown as a 
point to point rate. This being an agency publication, is it 
permissible to route shipments to these points via the Atlantic 
Coast Line R. R.-Ga. R. R. route and secure protection of the 
60-cent rate? 

Please quote decisions of the Commission to control. 

Answer: Under the provisions of Item 4080-D, Supplement 
133, to Agent Curlett’s Tariff I. C, C. 8260, which contains the 
routing instructions in this tariff for account of the Atlantic Coast 
Line Railroad, there is no provision for the routing of shipments 
to destinations on the Atlantic Coast Line in connection with 
the Georgia Railroad as an intermediate carrier. Therefore, a 
rate to Brunswick, Ga., or either of the other destinations men- 
tioned by you as a point of destination on the Atlantic Coast 
Line Railroad, will not apply at Atlanta or Macon, Ga., on traffic 
delivered at those points by the Georgia Railroad, considering 
Atlanta and Macon intermediate to Brunswick, Savannah or Jack- 
sonville, under the provisions of Item 153-C of Supplement 51, 
which provides for the application of commodity rates at inter- 
mediate points. 

It is true that to Atlanta and Macon, as stations on the 
Georgia Railroad, routing is provided via the A. C. L. in con- 
nection with the Georgia Railroad, but to Brunswick, Savannah 
and Jacksonville, as stations on the A. C. L., no routing is pro- 
vided for the movement of shipments via the Georgia Railroad 
as an intermediate carrier, which is essential to the application 
of the rate to Brunswick, Jacksonville, or Savannah, as stations 
on the Atlantic Coast Line Railroad, at Atlanta and Macon, as 
tations on the Georgia Railroad. 

Rates to points on the Atlantic Coast Line Railroad apply via 
routes A-1, A-6, A-11, A-12, A-13, and A-21, none of which routes 
apply in connection with the Georgia Railroad, 


Sales—Effect of Term “‘Ex-Vessel” 


Massachusetts.—Question: Will you kindly give us an ex- 
lanation as to the detailed meaning of the sales term “ex ves- 

sel,” this to apply either on import, export or coastwise water 
traffic. 

Answer: In the decision in Tinsley vs. Weidinger, 8 N. Y. S. 
176, it is stated that a bill of sale of goods at the time of sale in 
a foreign country, in bulk, “delivered ex vessel, in New York 
Harbor,” means that the merchandise should be delivered at New 
York, and not at the place where it was when sold. 

In Harrison vs. Fortlage, 161 U. S. 57, 16 S. Ct. 488, it is 
Stated that under a contract of sale of goods, where the price 

Stipulated to be so much per pound “ex-ship,” these words do 
ot restrict the transportation of the goods to any particular ship, 
but simply denote that the property in the goods shall pass to 
the buyer on their leaving the ship’s tackle, and that he shall] be 
liable for all subsequent charges of landing them; that they do 
hot constitute a condition of the contract, but are inserted for 
the benefit of the seller, 


? 
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Tariff Interpretation—Commodity Rate Not Including Lighterage 
—Class Rate Including Lighterage 


Maryland.—Question: Assuming the commodity rate on 
canned goods, carload, minimum weight 36,000 pounds, from A 
to B is 20 cents per 100 pounds, whereas the class rate from 
and to the same points is 25 cents per 100 pounds, both rates 
being carried in the same tariff, which is published as subject to 
Official Classification; and assuming further that the 20-cent 
rate will not include lighterage in receipt inasmuch as the Ter 
minal Tariff, to which the class and commodity tariff makes 
reference, publishing rules and regulations with respect to light 
erage service at point A, provides that lighterage will be per 
formed where the line haul rate is 25 cents or higher would you 
understand that the legal rate on canned goods, carload, from A 
to B, including lighterage in receipt, is 25 cents, and the legal 
rate, exclusive of lighterage in receipt, is 20 cents, or, in view 
of Rule 38 of the Classification, will it be your understanding 
that there is but one legal rate, regardless of lighterage service 
at point A, namely, the commodity rate of 20 cents? It should 
be understood that the Terminal Tariff referred to is on file with 
the Interstate Commerce Commission. 

An expression of your views in the premises would be 
greatly appreciated. 

Answer: Rule 7 (a) of Tariff Circular 20 provides that: 
“Export and import rates, when so designated, whether class 
or commodity, take precedence over other rates between the 
same points, via the same route, on export or import traffic, as 
the case may be, and tariffs containing such rates must so pro- 
vide.” Rule 16 (a) of Tariff Circular 20 provides that 

The establishment of a commodity rate removes the application 
of the class rate on the same article between the same points via the 
same route * * * except that import or export class rates will take 


precedence over commodity rates, which are not published specifically 
to apply on import or export traffic. 


In the absence of import commodity class rates, specifically 
designated as such, joint through domestic rates, whether class 
or commodity, take precedence over a combination rate com- 
posed of factors, one of which is an export rate. See Standard 
Export Lumber Co. vs. A. & M. R. Co., 74 I. C, C. 721, and Chi- 
cago Heights Manufacturers’ Association vs. I. C. R. R. Co., 142 
I. Cc. C. 385, which decisions are the authority for this statement. 
The principle of these cases applies to either an import or an 
export shipment. 

We are unable to locate a decision of the Commission in 
which this question has been at issue. It is our opinion, however, 
that the principles which govern the determination of the appli- 
cable rate to apply on export or import traffic which are set forth 
above, apply in the instant case, and that, therefore, the appli 
cable rate is the class rate of 25 cents, which includes lighterage 
The class rate, being a charge for the through service, must, in 
our opinion, apply in preference to the commodity rate, to which 
a further charge must be added in order to arrive at the charge 
for the complete service, including lighterage. 


Tariff Interpretation—Application of Intermediate Rule—Class 
Rate Where Lower Than Commodity Rate Applies 


Ohio.—Question: We would like your opinion on the fol 
lowing: 

A shipment moves from point A to B, which is 100 miles. 
There is no specific commodity rate named to B, but thefe is a 
specific commodity rate named to point C, 100 miles beyond, 
which is 3 cents per cwt. higher than the class rate from A to B. 
The tariff naming the commodity rate carries the intermediate 
clause. 

Is the class rate properly applicable, or is the commodity 
rate legally applicable? 

Answer: If, as we assume, the tariff which names the rate 
to point C contains an intermediate rule worded in accordance 
with the provisions of Rule 27 of Tariff Circular No. 20 of the 
Interstate Commerce Commission, the lower class rate is the 
applicable rate under the provisions of Note 3 of the inter 
mediate rule, which provides that if the class rate on the same 
article via the same route to the intermediate point produces a 
lower charge than would result from applying the commodity 
rate under this rule, such commodity rate will not apply. 


Freight Charges—Liability of Party Reconsigning Shipment 


Illinois —Question: Our firm handles, principally, potatoes 
in carload lots, many of which are purchased on the Chicago mar- 
ket. The original shipper does not usually forward the original 
bill of lading to the Chicago commission merchant, so cars are 
delivered to our firm on written order of consignee and are re- 
consigned by ourselves to other points, no exchange bill of lading 
being issued. In several instances we have run into difficulties 
through carriers having delivered shipments to the consignee 
without payment of freight, although freight charges were taken 
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into consideration when we made settlement with the consignee. 
We should like to divorce ourselves of this liabilitity and are 
wondering if we could give some instructions to the carrier as 
a part of our reconsigning order, which would afford the same 
protection as an exchange bill of lading, and we, as shippers, 
after reconsignment, had signed Section 7 of the exchange bill 
of lading. If so, how would you suggest that such instructions be 
worded? 

Answer: While the receipt of goods under a bill of lading 
imposing the payment of freight charges on the consignee is evi- 
dence of a contract by the person so receiving them to pay the 
freight, the liability of the consignee does not depend, in such a 
case, on the assumption that the original shipper would not be 
liable, but on a new contract to pay the freight, evidenced in 
ordinary cases by the bill of lading and the receipt of goods 
under it. There is no shifting of liability, The contract of the 
consignor and that of the consignee are not considered to be 
inconsistent with each other; each is an original contract based 
on a sufficient consideration. 

The carrier has the right to look for his compensation to the 
* person who required him to perform the service by causing the 
goods to be delivered to him for transportation, and that person 
is, generally, of course, the shipper named in the bill of lading, 
or the consignor. 

The effect of Section 7 of the Uniform Bill of Lading is 
stated in the decision of the Supreme Court of the United States 
in Louisville & Nashville R. Co. vs. Central Iron & Coal Co., 265 
U. S. 59, 44 S. Ct. 441. 

Whether the consignor, by reason of this failure to execute 
the stipulation provided for in Section 7 of the Uniform Bill of 
Lading, even though he advised the carrier’s agent by letter 
not to deliver the shipment to the consignee without collecting 
the freight charges, may escape liability for the freight charges 
is, in our opinion, questionable, in view of the purpose evidently 
sought to be accomplished by Section 7 of the Bill of Lading, the 
purpose, we assume, being to preclude a carrier from recovering 
from the consignor the freight charges, or any part thereof, 
when the stipulation is signed by the consignor, In other words, 
inasmuch as the bill of lading provides a means by which the 
consignor may exonerate himself from liability for freight 
charges, it would seem that a consignor must use this means 
and not some other method, such as the writing of a letter to 
the carrier’s agent. 

In this connection see the recent decision in Penna. R. Co. 
vs. Macellatti, 240 N. W. 4, holding that where the consignor did 
not sign a bill of lading requiring the carrier to collect freight 
and other charges from the consignee without recourse on the 
consignor, an interstate carrier delivering a shipment without 
collecting all charges could recover the balance from the con- 
signor; that this is so notwithstanding the carrier knew that 
delivery was to be made only on presentation of a written order 
which read that delivery was to be made on payment of all 
freight and refrigeration charges, since there was nothing in the 
consignor’s notice accompanying the shipment reciting that it 
was without recourse to him, as there would have been had he 
signed the portion of the bill of lading provided for in such cases. 

The above principles, while having particular application to 
the original consignor, apply, in our opinion, with equal force 
to the original consignee who, by the reconsignment of the 
shipment, becomes the consignor thereof, 

The determining point, therefore, is whether the provisions 
in the reconsigning order have the force and effect of bill of 
lading provisions. To a limited extent it has been so held. Gib- 
son Fruit Co. vs. Chicago & N. W., 21 I. C. C. 644, cited in 
Fisher & Co., vs. Cleveland, C. C. & St. L. Ry. Co., 178 I. C. C. 
737. 

Unless the provisions of a reconsigning order have the force 
and effect of a bill of lading, under the decision in Penna. R. 
Co. vs. Macellatti, 240 N. W. 4, instructions given to the carrier 
by letter or in a reconsigning order would have no force and 
effect, in so far as placing liability for the freight charges upon 
the consignee alone and denying to the carrier the right of recov- 
ery against the party reconsigning the shipment. 

In the event that instructions as to the collection of freight 
charges from the consignee are placed in the reconsigning order 
with the purpose of precluding recourse on the party reconsigning 
the shipment, instructions in substantial accord with those car- 
ried in Section 7 of the Uniform Bill of Lading Contract Terms 
and Conditions would be necessary, in view of the provisions of 
paragraph 2 of Section 3 of the Interstate Commerce Act relat- 
ing to the liability for freight charges under given circumstances. 

The reconsigning order might, by appropriate cross reference 
to the bill of lading which governs the movement from the point 
of origin to the point at which the shipment was reconsigned, 
incorporate the provisions of Section 7 of the bill of lading into 
the reconsigning order, thereby making unnecessary the duplica- 
tion in the reconsigning order of such provisions, the provisions 
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of Section 7 of the bill of lading to be given force and effect }y, 
a statement to that effect in the reconsigning order. 


Damages—Delay in Delivery of Shipment 


Indiana.—Question: Kindly advise your opinion as to whet}, 
or not we are entitled to a claim against the carriers in th, 
following instance: 

A shipment was made on January 29, and we had the agg) 
ance of the carriers that this shipment would be received j, 
Cleveland no later than midnight of the 29th. 

The shipment was accepted by the carriers on January 
29th at 5 p. m, We had a man at the depot at 9 p. m. on th 
29th but the shipment was not received until 4:30 a. m. on 
January 30. At 7 a. m. on January 30 we had our truck stop at 
the carriers’ warehouse and our man was advised that shipment 
had not arrived. At 8 a. m. we were advised that shipment wags 
on hand and delivery had been made. 

Kindly advise if we would be entitled to reimbursement eo, 
ering the additional expense in having our truck call twice fo) 
the shipment, and for holding men at our warehouse waiting 
for this shipment to make repairs to a machine. 

Answer: In Atlas Portland Cement Co. vs. Lehigh Valley 
R. R. Co., 32 I. C. C. 487, covering a similar instance, the Com 
mission held that it had no jurisdiction in a matter of this kind 
claims arising from loss, damage or delay to shipments in transit 
being cognizable in the courts. This statement is qualified jy 
Wm. Danzer & Co. vs. G. & S. I. R. R. Co., 69 I. C. C. 59, to the 
extent that, where the damage results from a violation of the act 
the Commission will take jurisdiction. The present instanc 
does not fall within this latter class of cases. 

In the event that a recovery of damages through an action at 
law is considered, the decision in C. & A. R. R. vs. Kirby, 225 
U. S. 155, 32 S. Ct. 648, should be given consideration. In this 
case the court said: 


carrier 18 to carry safe 
reasonable time It is othe 
breach of contract to carry within 
particular time, or to make a particular connection, or to carr 
a particular train. The railroad road company, by its contract, be 
came liable for the consequence of a failure to transport accordi: 
to its terms. Evidence of diligence would not excuse. If the act 
has been for the common-law carrier liability, evidence that ther 
had been no unreasonable delay would be an answer But the con 
pany, by entering into an agreement for expediting the shipment 
came under a liability different and more burdensome than would exist 
to a shipper who made no special contract, * * * For such a spe 
service and higher responsibility it might clearly exact a high rate 
But to do so it must make and publish a rate open to all, This was 
not done. The shipper, it is also plain, was contracting for an ad 
vantage which was not extended to all others, both in the undertak 
ing to carry so as to give him a particular expedited service, and 
a remedy for delay not due to negligence 

An advantage accorded by special agreement which affects the 
value of the service to the shipper and its cost to the carrier sho 
be published in the tariffs, and for a breach of such contract, relief 
will be denied, because its allowance without such publication is 
violation of the act. It is also illegal because it is an undué advantag: 
in that it is not one open to all others in the same situation. * * * 

The claim that the defendant in error may recover upon the ca! 
rier contract, stripped of its illegality, under Merchants’ Cotton Pres 
Co. vs. Insurance Co., 151 U. S. 368, is not presented by the record 
The declaration counted only upon the breach of a special contract 
which was illegal. There was no count based upon the carrier's lia 
bility for negligence in not promptly shipping and delivering. Th 
judgment was rested upon the damages resulting from the breach of 
the special contract, and not at all upon the liability of the carrier 
otherwise 

For the error in not holding the special contract invalid under 
the interstate commerce act, the judgment must be reversed and the 
case remanded for such further proceedings as are not inconsistent 
with this opinion 


The implied agreement of a common 
and deliver at destination within a 
wise when the action is for a 


The effect of this decision is not to prevent a recovery ol 
special damages when notice is given to a carrier at the time 
such goods are delivered to the carrier for transportation, that 
such damages will result from its failure to transport the ship- 
ment within a reasonable time (which notice may be given orally 
or in writing, but should be such as to put the carrier on notice), 
it being a question of fact to be determined in each instance, 
whether due diligence was used in the transportation of the 
goods. However, it does bar a recovery where it is sought to 
hold a carrier liable for failure to transport goods within 4 
specified time, regardless of the question of negligence on the 
part of the carrier. 

Shipper’s Load and Count 


Michigan.—Question: We load all our shipments from our 
loading platform in trap cars and carload lots consigned to dil 
ferent carriers at their terminal points, or to the customer. The 
carrier will accept our bill of lading shipper’s load and count 
but will not be held responsible for goods lost in transit, re 
gardless of whether or not the seal is broken at the first transfer 
point. 
For instance, we make a shipment at X, to our branch at Y. 
and we find that a bundle of wire loaded into the car is not 
received at destination. 












November 3, 1934 


n transit and that they should accept our claim without any 


lost wt 
jispute. Kindly give us your opinion. 
Answer: Section 21 of the bill of lading provides: 


carrier may also by inserting in the bill of lading the. words 

r’'s weight, load and count,’’ or other words of like purport, 
te that the goods were loaded by the shipper and the descrip- 
‘ them made by him, and if such statement be true the car- 
hall not be liable for damages caused by the improper loading or 

non-receipt or by the misdescription of the goods described in 
| of lading. 


The effect of a shipper’s load and count notation on a bill 
iding is to place upon the shipper the burden of proving that 
the amount stated in the bill of lading was actually loaded in 
the car. and that a less amount was taken out of the car by the 
In the absence of this notation on the bill of lading 
the carrier has the burden of showing that the amount stated 
in the bill of lading was not actually received for transportation. 
it is, in faet, a qualified receipt on the part of the carrier, and, 
; to the third parties, the carrier is not estopped from showing 
that the amount specified in the bill of lading was not in fact 
ceived from the shipper. 

The decisions of the courts, in effect, hold that the bill of 
lading as a receipt, in the event it contains a shipper’s load and 
count stipulation, is a qualified receipt, and it becomes a ques- 
tion for the determination of the jury as to whether or not the 
amount stated in the bill of lading was actually loaded and a 
less amount was received at destination, the fact that the receipt 
is not unqualified being a circumstance which the jury may take 
into consideration. 

The fact that the seal is broken at the transfer point bears 
nly on the question pf whether the loss occurred while the goods 
were in the course of transportation. The shipper’s load and 
count notation related to the question of whether the amount 
of goods stated on the bill of lading was delivered to the carrier 
at the point of origin. In the absence thereof, the carrier’s 
receipt as to amount or contents of car, unless otherwise quali- 
fied is, while not conclusive, prima facie evidence of the receipt 
if the goods. Where the shipper’s load and count notation is 
on a bill of lading, the receipt is a qualified one and the burden 


consignee 
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is on the shipper to show, by proper evidence, that the amount 
stated was loaded in the car and not on the carrier to show that 
the amount stated was not loaded. 


Damages—Cost of Repairs 


Ohio.— Question: In a number of claims which we recently 
filed with the carriers we included in our different claims the 
different amounts covering our overhead expense. This is shown 
on the claims separate from the actual labor cost and materials 
used in making repairs. 

The carriers are now refusing to accept our claims, advising 
that they are not liable for these different amounts shown as 
overheads. 

As this overhead is part of our factory expense and part of 
the expense in handling our repairs through the different depart 
ments in the factory, we see no reason why we should not include 
these amounts in our claim. 

We would like to have your opinion as to whether or not 
we are justified in including in our claims the overhead expenses 

Answer: While it is not clearly established by a great num- 
ber of cases (except livestock shipments, as to which shipments 
it is the duty of the consignee to care for the injured stock so 
as to render the injury as light as possible) that the shipper has 
the right to repair goods which have been damaged in transit 
and charge the carrier with the cost thereof, it seems to be fair 
and reasonable that a carrier should compensate a shipper for 
the expense of reconditioning or repairing goods which have 
been damaged through the negligence of the carrier, if the result 
of the shipper’s efforts is to restore the goods to their original 
value or to enhance the value of the goods to a figure in excess 
of their value in the damaged condition in which received, after 
deducting the cost of the reconditioning. See the following cases 
in which such damages have been allowed: P. & S. F. R. Co. vs. 
Shell, 265 S. W. 758; American Railway Express Co. vs. Judd, 
104 Sou. 418; St. L. S. W. Ry. Co. vs. Tacker, 255 S. W. 
553; Wilson Poultry & Egg Co. vs. Mo. Pac. R. Co., 215 Pac. 1020. 

We are, however, aware of no cases which hold that overhead 
expense is a proper element of damage, but see no reason why 
it should not be allowed if, in fact, a part of the cost of recon- 
ditioning and the amount is capable of ascertainment. 


Trattic Law 


Interstate Commerce 


First of a Series of Articles Written for the Traffic World by G. Lloyd 


Wilson, Professor of Transportation and Public Utilities, University of Pennsylvania 


HE Constitution of the United States grants to Congress 

the legislative branch of the federal government—the 

power to regulate commerce with foreign nations, among 

the several states of the United States, and with the Indian 

tribes within the territory of the United States. This is the 

foundation on which rests the entire structure of federal regu- 

lation of interstate commerce, industry, trade, and transpor- 
tation. 

The United States Supreme Court has been called on in 
many cases to interpret the scope of the vowers of the federal 
government in the regulation of interstate commerce and to 
define the nature of interstate commerce within the meaning 
of the Constitution. 


Gibbons versus Ogden 


One of the earliest and most important decisions of the 
Supreme Court dealing with the meaning of the term commerce 
as used in the Constitution was the case of Gibbons versus 
Ogden, decided in 1824. The state of New York by statute had 
granted to Robert R. Livingston and Robert Fulton the ex- 
clusive right of navigating by steam propelled vessels or boats 
on all waters within the jurisdiction of New York until 1838, 
and for the forfeiture to Livingston and Fulton of any steam 
propelled craft navigating these waters without a license from 
these persons. Gibbons was a citizen of New Jersey and the 
owner of a steamboat, licensed to carry on coastwise trade under 
the act of Congress of 1793. This steamboat was found navi- 
gating the territorial waters of New York in plying between 
New Jersey and the City of New York. Ogden, the successor 

title to the rights of Livingston and Fulton, obtained an 
injunction from the courts of the state of New York restraining 
Gibbons from using his steamboat in the territorial waters of 
New York. Gibbons appealed the decision and the case was 

ken to the United States Supreme Court for final decision. 
This court heid that the act of Congress of 1793 licensing ves- 
ls to carry on interstate commerce was a proper exercise of 


the power granted by the commerce clause of the Constitution 
to Congress to regulate interstate commerce, and that the 
statutes of New York granting a monopoly of the navigation 
of its territorial waters were repugnant to the commerce clause. 
The decree of injunction was, therefore, annulled. 

Chief Justice Marshall, of the United States Supreme Court, 
in the opinion in this celebrated case said: 


Commerce, undoubtedly, is traffic, but it is something more: it 
is intercourse. It describes the commercial] intercourse between na 
tions, and parts of nations, in all its branches, and is regulated by 
prescribing rules for carrying on that intercourse . . The power 
over commerce, including navigation, was one of the primary objects 
for which the people of America adopted their government, and 
must have been contemplated in forming it 


The universally acknowledged power of the government to in 
pose embargoes must also be el cad as showing that all America 
is united in that construction which comprehends navigation in the 
word commerce. 


Brown versus Maryland 


Three years after the Supreme Court decided the case of 
Gibbons versus Ogden, it handed down another significant de- 
cision in which the beginning and termination of interstate 
commerce were. defined, the case of Brown versus Maryland 
The legislature of Maryland had enacted a law directing all 
importers to take out a state license and pay a state occupa- 
tion tax. One Brown and his associates were found to have 
imported and sold a package of foreign dry goods without hav- 
ing obtained a license or having paid the statutory tax. A 
judgment was rendered against them on demurrer for the pen- 
alty prescribed by the act for the offense, and the case even- 
tually went to the Supreme Court for adjudication. 

The plaintiffs in error (Brown and his associates) insisted 
that the statute of Maryland was unconstitutional because it 
was repugnant to the provisions of the United States Consti 
tution, which declare that “no state shall, without the consent 
of Congress, lay any imposts or duties on imports or exports, 
except what may be absolutely necessary for executing its in- 
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spection laws,” and that Congress alone had the power to regu- 
late commerce with foreign nations, and among the several 
states and with the Indian tribes. 

Chief Justice Marshall in delivering the 
court in this case said, in part: 


opinion of the 


It is sufficient for the present to say, generally, that when the 
importer has so acted upon the thing imported, that is has become 
incorporated and mixed up with the mass of property in the coun- 
try, it has, perhaps, lost its distinctive character as an import, 
and has become subject to the taxing power of the state; but 
while remaining the property of the importer, in his warehouse, 
in the original form or package in which it was imported, a tax 
upon it is too plainly a duty on imports to escape the prohibition 
of the Constitution. .. 

We think, then, that the act under which the plaintiffs in error 
were indicated, is repugnant to that article of the Constitution 
which declares that ‘‘no state shall lay any imposts or duties on 
imports or exports” 

What, then, is 
merce with foreign 
The power is coextensive 
cannot be stopped at the 
enter its interior 6? 

We think there is error in the judgment of the court of appeals 
of the state of Maryland, in affirming the judgment of the Baltimore 
City court, because the act of the legislature of Maryland, imposing 
the penalty for which the said judgment is rendered, is repugnant to 
the Constitution of the United States, and consequently, void. The 
judgment is to be reversed and the cause remanded to that court 
with instructions to enter judgment in favor of the appellants. 


Pensacola Telegraph Company versus Western Union Telegraph 
Company 

The scope of the power of Congress to regulate commerce 
is not limited to commerce conducted by means of the instru- 
mentalities of commerce in existence at the time of the adop- 
tion of the federal Constitution. This principle is enunciated in 
the leading case of the Pensacola Telegraph Company versus 
Western Union Telegraph Company. Chief Justice Waite, in 
delivering the opinion of the Supreme Court in this case, said, 
in part: 


extent of a power to regulate com 
among the several states? 
subject on which it acts, 


boundary of a state, but 


the just 
nations, and 
with the 
external 


and 
must 


The powers thus granted [to Congress by the Constitution] are 
not confined to the instrumentalities of commerce, or the postal 
service known or in use when the Constitution was adopted, but 
they keep pace with the progress of the country, and adapt them- 
selves to the new developments of time and circumstances. They 
extend from the horse and its rider to the stage coach, from the 
sailing vessel to the steamboat, from the coach and the steamboat 
to the railroad and from the railroad to the telegraph, as these new 
agencies of ore successively brought into use to meet the demands 
of increasing population and wealth. They were intended for the 
government of the business to which they relate, at all times and 
under all circumstances. As they were intrusted to the general gov- 
ernment for the good of the nation, it is not enly the right but the 
duty of Congress to see to it that intercourse among the states and 
the transmission of intelligence are not obstructed or unnecessaril) 
incumbered by state legislation. 


Interstate Commerce as Defined by the Interstate Commerce Act 

The interstate commerce act defines interstate commerce 
as traffic or communication by carriers subject to the act from 
one state or territory of the United States, or the District of 
Columbia, to any other state or territory of the United States, 
or the District of Columbia, or from one point to another in the 
same territory; or from any place in the United States through 
a foreign country to any other place in the United States; or 
from or to any place in the United States to or from a foreign 
country. 

The Interstate Commerce Commission has jurisdiction and 
Congress power to regulate commerce to or from foreign coun- 
tries only in so far as the transportation of the passengers or 
property takes place within the United States. 

The law specifically excludes the transportation of pas- 
sengers or property, or the receiving, delivering, storage, or 
handling of property, which takes place wholly within one state 
and which is not shipped or transmitted to or from a foreign 
country from or to any place in the United States. 

The following types of movement may, therefore, be con- 
sidered as interstate commerce within the meaning and pur- 
view of the interstate commerce act: 


1. From a point in one state to a point in another, as, for 
example, from Chicago, Illinois, to Denver, Colorado. 

2. From the District fo Columbia to a point in a state or ter- 
ritory of the United States, as from Washington, D. C., to New 
York, N. Y., or from Washington, D. C., to Nome, Alaska. 

3. From a point in a state or territory of the United 
to the District of Columbia. 

4. Between points in the same territory, as between Seward and 
Fairbanks, Alaska. 
5. From a point in the United 
United States via a route leading through a foreign country, as 
from New York, N. Y., to Chicago, Illinois; or from New York to 
Buffalo, N. Y., via routes leading through the Dominion of Canada. 

6. From or to any point in the United States to or from a 
point in a foreign country, as between Baltimore, Md., and Montreal, 
Canada. The jurisdiction of the United States in this case would 
extend only to the portion of the movement between the point in 
the United States and the point at which the traffic crossed the 
international boundary line. Thus, the jurisdiction of the United 
States in connection with traffic moving from Wilkes-Barre, Pa., 
to Montreal, Quebec, Canada, over the line of the Delaware and 
Hudson Railroad would extend only as far as Rouses Point, at 


States 


States to another point in the 
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gaa place the railroad crosses the United States-Canadian borde 
ine, 
Interruption of Interstate Movements 

Carriers or shippers may not change the character of ship. 
ments by interruptions or breaks in order to evade the proyj 
sions of the interstate commerce act by making interstate 
shipments appear to be intrastate movements. The interstate 
commerce act specifically provides that it is unlawful for any 
common carrier subject to the provisions of the act to ente; 
into any expressed or implied contract, agreement, or combina 
tion to prevent the carriage of freight from being continuous 
from the place of shipment to the place of destination, by means 
of change of time schedules, carriage in different cars, or other 
means or devices. 

No break of bulk, stoppage, or interruption made by a com 
mon carrier subject to the act shall prevent the carriage of 
freights from being and being treated ag one continuous carriage 
from the place of shipment to the place of destination, unless 
the break, stoppage, or interruption was made in good faith on 
some necessary purpose, and without any intent to avoid or 
unnecessarily interrupt continvous carriage or to avoid any of 
the provisions of the act. 

Intrastate Commerce as Defined by the Interstate Commerce Act 


Congress has defined the types of transportation movements 
that comprise intrastate commerce in the interstate commerce 
act as the transportation of passengers or property or the re 
ceiving, delivering, storage, or handling of property, or the trans 
mission of intelligence by wire or wireless, wholly within one 
state and not shipped to or from a foreign country 

The Supreme Court has held repeatedly that shipments 
from a point in one state to a point in the same state moving 
via routes that pass out of the state and return again to thé 
state are interstate commerce and subject to the provisions of 
the act. 

In cases where carriers operate two routes between points 
in the same state, one route being wholly within the state and 
the other crossing and recrossing the state boundary line, the 
Supreme Court has held that the Interstate Commerce Com 
mission may determine, as an administrative matter, the reason 
ableness of routing shipments via these routes, when there are 
differences in the rates. The same is true when points are 
served by two or more routes, some intrastate and some inte! 
state in character. 

In another case, the Supreme Court found that the proper 
rates to be applied to shipments of lumber, bought in various 
points in Texas and shipped to Sabine, Texas, which were sub 
sequently forwarded in foreign commerce, were the interstate 
rates. 

The Interstate Commerce Commission was likewise found 
to have jurisdiction over shipments of cottonseed cake shipped 
from interior points in Texas to Galveston, Texas, which were 
exported from that port. 

In instances where shipments have moved over interstat« 
routes by steamship to ports from which they have been shipped 
to interior points in the same states as those in which the 
ports are located, the Commission has taken jurisdiction ove! 
the intrastate movements and over the rates applicable to such 
movements, on the ground that the movements and the rates 
applicable thereto are parts of interstate commerce, within the 
scope of the interstate commerce act. 

The interstate character of shipments cannot be altered by 
special intrastate billing or other arrangements effected to take 
advantage of lower intrastate rates or favorable intrastate ar- 
rangements. 

The character of a shipment is determined by the abiding 
intention of the shipper or owner of the goods when there is 
variance between the billing and the movement. 


CONDITION OF EQUIPMENT 


Class I railroads on October 1 had 296,418 freight cars in 
need of repair or 15.5 per cent of the number on line, accord- 
ing to the car service division of the Association of American 
Railroads. This was an increase of 3,245 cars above the num- 
ber in need of such repair on September 1, at which time there 
were 293,173 or 15.3 per cent. 

Freight cars in need of heavy repairs on October 1 totaled 
228,738, or twelve per cent, a decrease of 838 cars compared 
with the number in need of such repairs on September 1, while 
freight cars in need of light repairs tota'ed 67,680 or 3.5 per 
cent, an increase of 4,083 compared with September 1. 

Locomotives in need of classified repairs on October 1 
totaled 10,616 or 22.2 per cent of the number on line. This was 
a decrease of 155 compared with the number in need of such 
repairs on September 1, at which time there were 10,771 0! 
22.4 per cent. 

Class I railroads on October 1 had 5,085 serviceable 1loco- 
motives in storage compared with 5,201 on September 1. 
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REVENUE FREIGHT LOADING 


Revenue freight loading the week ended October 27 totaled 
624.252 cars, a decrease of 16,028 under the preceding week, 


18.171 under the corresponding week last year, and 6,968 above 
the corresponding week of 1932. Miscellaneous loading totaled 
944,018 cars; merchandise, 162,279; coal, 122,069; grain and 
products, 28,702; live stock, 25,336; forest products, 21,966; ore, 
14.655; coke, 5,22 

Loading of revenue freight the week ended October 20 
totaled 640,280 cars, an increase of 4,641 carg above the pre- 
ceding week, but reductions of 16,725 cars below the correspond- 
ing week in 1933, and 1,705 cars below the corresponding week 
in 1932, according to the Association of American Railroads. 
(See Traffic World, Oct. 27.) 

Miscellaneous freight loading the week ended October 20 
totaled 246,757 cars, a decrease of 740 cars below the preceding 
week, but 5,322 cars above the corresponding week in 1933, 
and 10,439 cars above the corresponding week in 1932. 

Loading of merchandise less than carload lot freight totaled 
163,973 cars, an increase of 2,522 cars above the preceding 
week this year, but 9,558 cars below the corresponding week in 
1933, and 14,450 cars below the same week in 19?2. 

Grain and grain products loading totaled 31,268 cars, an 
increase of 667 cars above the preceding week, and 2,678 cars 
above the corresponding week in 1933, but a decrease of 1,778 
cars below the same week in 1932. In the Western districts 
alone, grain and grain products loading for the week ended 
October 20 totaled 20,515 cars, an increase of 2,046 cars above 
the same week in 1933. 

Forest products loading totaled 23,347 cars, an increase of 
1,492 cars above the preceding week, but 1,163 cars below the 
same week in 1933. It was, however, an increase of 4,775 cars 
above the same week in 1932. 

Ore loading amounted to 16,685 cars, a decrease of 1,249 
cars below the preceding week, and 11,915 cars below the cor- 
responding week in 1933, but an increase of 10,359 cars above 
the corresponding week in 1932. 

Coal loading amounted to 124,977 cars, an increase of 5,578 
cars above the preceding week, but reductions of 5,126 cars 
below the corresponding week in 1933, and 15,766 cars below 
the same week in 1932. 

Coke loading amounted to 5,918 cars, an increase of 449 cars 
above the preceding week, but 602 cars below the same week 

1933 It was, however, an increase of 1,087 cars above the 
same week in 1932. 

Live stock loading amounted to 27,355 cars, a decrease of 
1,078 cars below the preceding week, but increases of 3,639 cars 
above the same week in 1933, and 3,629 cars above the same 
week in 1932. In the western districts alone, loading of live 
stock for the week ended October 20 totaled 22,174 cars, an 
ncrease of 2,779 cars above the same week in 1933. 

All districts, except the Southern, reported reductions for 
the week ended October 20 compared with the corresponding 
week in 1933. All districts, except the Allegheny and the North- 
western, reported reductions compared with the corresponding 
week in 1932, 

Revenue freight loaded by districts for the week ended 
October 20 as compared with the corresponding period in 1933 
was reported as follows: 

Eastern district: Grain and grain products, 4,832 and 4,813; live 

k, 1,915 and 1,594; coal, 31,080 and 28,112; coke, 1,850 and 2,052; 
rest products, 1,457 and 1,712; ore, 1,475 and 2,581: merchandise, 
C, L., 48,261 and 47,557; miscellaneous, 51,917 and 50,710; total, 
4, 137,787; 1933, 139,131; 1932, 139,522 
Allegheny district: Grain and grain products, 2,841 and 2,512; live 
k, 1685 and 1,502; coal, 30,090 and 32,124; coke, 2,054 and 2,479; 
est products, 1,102 and 1,077; ore, 3,744 and 6,399; merchandise, L. 
I 30,420 and 34,689; miscellaneous, 44,100 and 42,912; total, 1934, 
86; 1933, 123,694; 1932, 112,911. 
Pocahontas district: Grain and grain products, 312 and 428: live 
k, 343 and 3538; coal, 30,861 and 382,815: coke, 523 and 333; forest 
lucts, 540 and 808; ore, 48 and 448; merchandise, L. C. L., 5,356 
d 5,424; miscellaneous, 5,863 and 5,327; total, 1934, 43,845; 1933, 
6; 1932, 47,594 
Southern district: Grain and grain products, 2,768 and 2,368; live 
k, 1,288 and 872; coal, 14,473 and 15,239; coke, 510 and 271; forest 
lucts, 6,728 and 7,375; ore, 425 and 747; merchandise, L. C. L., 
9 and 29,371; miscellaneous, 33,793 and 32,476; total, 1934, 88,824; 


88,719; 1932, 92,123 

Northwestern district: Grain and grain products, 8,434 and 6,954; 

e stock, 7,211 and 6,760; coal, 5,414 and 7,052; coke, 530 and 1,017; for- 
products, 6,506 and 6,269; ore, 9,803 and 16,328: merchandise, L 

19,490 and 19,501; miscellaneous, 32,920 and 28,344; total, 1934, 

8; 1933, 92,225; 1932, 76,355. 

Central western district: Grain and grain products, 8,080 and 7,705; 
stock, 12,164 and 10,674; coal, 9,925 and 10,468; coke, 160 and 247; 

est products, 4,110 and 4,160; ore, «1,056 and 1,867: merchandise, 
C,. L., 28,611 and 24,121; miscellaneous, 49,963 and 53,537; total, 
109,069; 1933, 112,779; 1932, 112,438. 

Southwestern district: Grain and grain products, 4,001 and 3,810; 
stock, 2,799 and 1,961; coal, 3,134 and 4,293; coke, 291 and 121; 
st products, 2,904 and 3,109; ore, 134 and 230; merchandise, L. C. 
12,997 and .12,868;: miscellaneous, 28,201 and 28,129; total, 1934, 
51; 1933, 64,928; 1932, 61,042. 

otal, all roads: Grain and grain products, 31,268 and 28,590; live 
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stock, 27,355 and 23,716; coal, 124,977 and 130,103; coke, 5,918 and 
6,520; forest products, 23,347 and 24,510; ore, 16,685 and 28,600; mer 








3,531 miscellaneous, 246,757 and 
7,005; 1932, 641,985 


chandise, L. ¢ », 163,973 and 1 
241,435: total, 1934, 640,280; 1933, 





Loading of revenue freight in 1934 compared with the two 
previous years follows: 


1934 1933 1932 
Four weeks in January 2,177,562 1,924,208 
Four weeks in February 2,308,869 1,970,566 
Five weeks in March 3,059,217 2,354,52 
Four weeks in April ; .. 2,334,831 2,025,564 
Four weeks in May 2,441,653 2,143,194 
Five weeks in June 3,078,199 2,926,247 
Four weeks in July 2,346,297 2,498,390 
Four weeks in August 2,419,908 2,531,141 
Five weeks in September 3,142,263 3,240,849 
Week ended October 6 631,318 632,373 625,089 
Week ended October 13 635,639 670,680 649,690 
Week ended October 20 640,280 657,005 641,985 
Total 25,216,036 23,604,738 22,889,456 


PACKAGING EXPOSITION 


The fifth packaging exposition will be held at the Palmer 
House, Chicago, from March 5 to 8, 1935, inclusive, it is an 
nounced by Alvin E. Dodd, executive vice-president of the 
American Management Association, sponsoring organization for 
the exposition. Concurrent with the exposition there will be 
held the American Management Association’s Consumer Market 
ing Conference, together with the conferences and clinics on 
packaging, packing, and shipping. 

The packaging exposition will present the equipment, ma- 
chinery, materials, supplies, and services involved in the chief 
phases of packaging, packing, and shipping. An attendance 
upwards of 7,500 package users, business executives, merchan 
dising experts, and production men is anticipated at the show, 
on the basis of,attendance records at the last four expositions 

The fourth Irwin D. Wolf award competition will be held in 
conjunction with the exposition. In addition, the American 
Management Association announces that plans now are in 
formulation for a series of new awards in packaging, packing, 
and shipping. 

Irwin D. Wolf, secretary of the Kaufmann Department 
Stores, Inc., and a vice-president of the American Management 
Association, will be in charge of the packaging exposition and 
conference. L. R. Boulware, general sales manager of the 
Easy Washing Machine Corporation, and A. M. A., vice presi 
dent, will be in charge of the consumer marketing conference. 

“The fifth packaging exposition and concurrent conferences 
and clinics,” says Mr. Dodd, “will place added emphasis oa 
technical aspects of packaging, packing and shipping, pointing 
more sharply than in the past the problems peculfar to the 
production executive in these provinces. Ag in the past, the 
consumer marketing conference will continue along the lines 
indicated by its title. The conferences and clinics on packaging, 
packing and shipping, however, will devote considerably more 
discussion and attention to technical problems arising in these 
fields, without in any wise impairing the «quality of the more 
general discussions characterizing previous meetings. 

“Formulation of conference and clinic programs is now 
under way and it will be possible in a few weeks to make these 
public in preliminary form. I believe we shall have in con 
nection with the fifth packaging exposition an unusually valu 
able series of discussions concerned with technique in packag 
ing, packing and shipping, with merchandising phases of 
packaging and with specific problems in consumer marketing.” 

Management offices of the fifth packaging exposition are in 
New York. Roberts Everett Associates, Inc., will again manage 
the exposition for the American Management Association 


COMMISSION PRACTITIONERS 

The following have been admitted to practice before the 
Commission: John M. Agrey, Fargo, N. D.; Lawrence V. Burton, 
North Tarrytown, N. Y.; Robert M. Davitt, New York, N. Y.; 
Freeman Day, Chicago, Ill.; Donald E. Edison, Ft. Dodge, Ia.; 
Albert G. Egermayer, Minneapolis, Minn.; Marion H. Fisher, 
Jamestown, N. Y.; William G. Grant, Atlanta, Ga.; Hugh F. Hall, 
Washington, D. C.; Charles D, Hamel, Washington, D. C.; Elisha 
Hanson, Washington, D. C.; Charles J. Herrick, Albany, N. Y.; 
R. Boyte C. Howell, Jr., Nashville, Tenn.; Manly K. Hunt, Chi 
cago, Ill.; Joseph N. Hunter, Chattanooga, Tenn.; Walter W 
Larkin, Wheeling, W. Va.; Oscar J. Lynn, Wisconsin Rapids, 
Wis.; Jesse McDonald, St. Louis, Mo.; William C. McMurry, 
Nashville, Tenn.: Marshall Newcomb, Dallas, Tax.; Glenn W 
Ruebush, Harrisonburg, Va.; William R. Stages, Texarkana 
Ark.; Albert E, Stephan, Washington, D. C.; Clough R. Waddle, 
Kansas City, Mo. 
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Doings of the Traffic Clubs 


a 


C. M. Mitchell, the new president of the Transportation Club 
of Des Moines, la., is 36 years old. He was born in Pope County, 
Minnesota. His first railroad job was 

that of rate clerk in the local freight 

office of the C. M. St. P. & P., at Mason 

City, lowa. After nine months’ service 

he was appointed chief clerk to the di- 

vision freight and passenger agent of 

that company at Mason City. He 

served in that capacity from 1919 to 

1923 when he left to become assistant 

to the traffic commissioner of the Mason 

City, Iowa, Chamber of Commerce. He 

left Mason City in October, 1926, and 

went to Keokuk, Iowa, with the Keokuk 

Shippers’ Association, but remained 

there only until June, 1927, when he 

went to Des Moines to take charge of 

the traffic department of the Wheeler 

Lumber Bridge and Supply Company, 

which position he now holds. 

Dr. M. Dorizas, of the University of Pennsylvania, will be 
the speaker at the November meeting of the Philadelphia Traffic 
Club November 138, at the Bellevue-Stratford Hotel. His topic 
will be the present German-Austrian situation. He has recently 
completed an extended tour of Austria. Last summer he spent 
considerable time in Germany. The talk will be illustrated 
with motion pictures which he made himself. 

The Transportation Club of Des Moines, Iowa, has elected 
the following officers and directors: President, C. M. Mitchell, 
T. M., Wheeler Lumber Bridge & Supply Company; vice 
president, R. H. Conrad, C. F. A., C. M. St. P. & P. R. R. Board 
of governors, C. M. Mitchell, J. C. Batham, H. G. Shillito, J. B. 
McCleary, F. A. Mitchell, Thos. G. Kees, C. A. Hagberg, R. H. 
Conrad, F. W. Reitze. Fred W. Reitze, secretary of the club, is 
now putting out a “pink sheet” between the regular monthly 
bulletins. The sheet, he says, will be “a hodge podge of news, 
information, and what-nots. It has no policy, will refuse to be 
a party to libel suits, and has only as its aim a desire to give 
to the members of the club information that they have not been 
able to get through the regular meetings, nor through the reg- 
ular bulletins.” 


At the weekly luncheon of the Transportation Club of St. 
Paul, October 30, the speakers were H. C, Wenzel, commissioner 
of public utilities, and J. L. Connolly, corporation counsel. They 
discussed the proposed St. Paul steam, gas, and electric fran- 
chise. There was also entertainment by a magician. 


The Chamber of Commerce of Kansas City, Mo., invited all 
members of the Traffic Club of Kansas City to its luncheon 
October 31 to hear Matthew S. Sloan, president of the M. K. T. 


R. V. Dover, traffic manager of San Antonio Freight Bureau, 
Was elected president of the San Antonio Traffic Club October 
22. Other officers elected are: Vice-president, J. D. Whitman, 
Santa Fe; sergeant at arms, J. L. Garrett, Missouri Kansas, 
Texas; secretary-treasurer, C,. A, Willingham, Alamo Iron Works; 
directors, W. A. Bielstein, Southern Steamship Co.; T. M. 
Bertch, San Antonio Machine and Supply Company; Geo. Crank, 
Pennsylvania Railroad; Wm. Dielmann, J. C. Dielmann Co.; E. 
J. Falk, Missouri Pacific Lines; Ross Lovelace, Collins Company, 
and L. M. Trainer, San Antonio Portland Cement Co. The an- 
nual meeting and dinner dance will be held at the Gunter Hotel 
November 23. 

The Manufacturers’ Association Traffic Club of Lancaster, 
Pa., opened its winter season with a dinner October 22. J. C. 
Brenneman, the new president, presided. Resolutions opposing 
government ownership of railroads and other public utilities 
and pledging support for a municipal airport were adopted. 
Bruce A, Boggs was appointed chairman of a committee to make 
Plans for carrying into effect the action with respect to govern- 
ment ownership. 

The monthly meeting of the Norfolk-Portsmouth Traffic Club, 
October 26, at the Atlantic Hotel, Norfolk, was addressed by 
Harry M. Baybe, of New York, traffic manager of Mathieson 
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Alkali Works, on Cooperation Between Traffic Clubs and Trans 
pertation Agencies.” The report of Chairman J. M. White. os 
the delegation to the Columbus meeting of the Associated Traf 
Clubs of America, to the effect that efforts to obtain for Norfo| 
the next meeting had been successful, was received with enthy 
siasm. Nominating committees presented two sets of candidates 
to be voted on at the November meeting. 

The annual meeting and election of the Traffic Club oj 
Newark will be held November 5. Earle C. Fuller is the regula; 
nominee for president, Frank X. Keilt for first vice-president 
O. L. Hapin for second vice-president, F. A, Fiedler for treasure) 
and W. A. Krahenbuhl, B. F. Flynn, and Kenneth Bauer fo; 
members of the board of governors. A traffic forum will be held 
November 12 on the subject, ““At the Controls.” 


Thomas J. Caton was the speaker at the luncheon of thy 
Traffic Club of Minneapolis November 1, His subject was, “Th: 
Townsend Plan—What It Is and How It Will Work.”’ 


The Birmingham Traffic and Transportation Club will have 
as its speaker at a special luncheon November §, Joseph B. East 
man, Federal Coordinator of Transportation. The club, throug! 
its educational division, is lending its endorsement to the Pau! 
Haynes Vocational School's class in traffic management. 

The guest of honor at a luncheon of the Toledo Transporta 
tion Club in its new quarters October 29 was W. J. Bailey, traffx 
manager, West Virginia Pulp and Paper Company, New York 
After his address, U. E. McFarland, general traffic manager 
Owens Illinois Glass Company, made a report on the convention 
of the Associated Traffic Clubs at Columbus. 

The Traffic Club of New England will observe “ladies’ night” 
November 8 with a reception and dinner at the Copley-Plaza 
Hotel, Boston, followed by a program, “An Evening in Cuba’ 
The guest of the evening will be Edith N. Rogers, member of 
Congress from Massachusetts. There will be a fashion parade 
and other entertainment, including dancing. 

The following officers were elected at the annual meeting 
of the Alumni Association of the Traffic Managers’ Institute of 
New York, at the Victoria Hotel, October 18: President, W. C 
McKenna, C. A. N. Y. & N. J. Steamboat Company; vice 
president, Edward Dill, Molasses Products Company; treasure! 
Arthur Chapman; secretary, Alexander Markowitz, Kresge De 
partment Store; financial secretary, Charles Hosbach, National 
Freight Company; board of -governors, three years, Robert 
Thomson, H. L. Green Stores, and W. A. George, of the N. K. P 
board of governors, one year, J. J. Bruno, of DuPont, and T. N 
Teahan, of the A. and P. Company; auditors, H. L. Duren Jr 
Peter Daly, and W. C. Thomson. C. L. Hilleary, T. M., F. W 
Woolworth Company, an honorary member of the organization 
delivered the principal address. 


The following ticket was presented by the nominating com 
mittee at the meeting of the Traffic Club of New York, October 
30: President, Charles W. Braden, general traffic manager, Na 
tional Distillers’ Products Corporation; vice presidents, G. C 
Manning, assistant vice president, Erie Railroad, and David T 
Lamond, treasurer, Lee and Simmons, Inc.; board of governors, 
C. J. Brister, vice president, New York Central Lines, J. D 
Stirling, Socony Vacuum Corporation, and J. H. Butler, general 
manager, department of public relations, Railway Express 
Agency. Dabney T. Waring and R. H. Goebel were renominated 
as treasurer and secretary, respectively. The election will be 
held at the November meeting. 


R. A. Kirkpatrick, Zion National Park, Utah, president ol 
the National Americanization Congress, and a member of the 
Advisory Council on National Parks of the Isaac Walton League, 
corresponding editor for the National Geographic Magazine, 
will present an illustrated talk on Boulder Dam before the 
Traffic Club of St. Louis at its luncheon meeting November 6 
The club will also be host to a group of the Ziegfeld Follies 
beauties, who will give a number. 


The Metropolitan Traffic Association, New York, has reap- 
pointed Joseph J. Scully and Charles Lozier, correspondins 
secretary and financial secretary, respectively. The bowling 
league has six teams in action. 

Six hundred and fifty members and guests were present 3! 
the fall dinner meeting of the Junior Traffic Club of Chicago, 
in the ballroom of the Palmer House the evening of November 
1. The occasion was a tribute to the industrial traffic men 0! 
Chicago and a number of them were seated at the head tabi 
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The speaker wds J. Y. Beatty, editor of Bankers Monthly. His 
cubject was “Today Offers Business Its Greatest Opportunities.” 
His dea was that one should work harder and give more 
thought to his business than he would in more prosperous times, 
and he gave many instances of good results from such pro- 
cedure One should regard present times as “normal,” he said, 
instead of sitting with his heels on his desk waiting for normal 
times to return. President E. H. Randall presided. 

Charles E. Cotterill, attorney, New York and Atlanta, will 
the speaker at the meeting, November 8, of the York Traffic 
Club. He will talk about “The Transportation Muddle.” The 
program Was arranged by the public affairs and papers commit 
' with the assistance of the truck members of the club. 


The Oklahoma City Traffic Club at its noonday luncheon 
November 5 will hold its annual election. Officers will be 
selected from the following: President—A. R. Brown, C. B. & 
Q. R. R. Co.; S. E. Golderman, Ft. S. & W. Ry.; Chas. Rucker, 
Rock Island. 1st vice pres.—V. C. Fagan, Missouri Pacific; C. C. 
Cole, Oklahoma Ry. Co. 2d vice pres.—R. M. Stein, O. K. Mill 
& Elev. Co.; H. V. Hardy, Chas. M. Sledd Co. ‘%3d vice pres.- 
uM. A. Turpin, American Tank Co.; Geo. Johnson, Calif. Fruit 
Growers. Directors—A. 8S. Foy, Johnson Motor Lines Assn.; 
C. B. Ludington, Superior Motor Freight. secy-treas.—A. W. 
Jenkins, Black, Sivalls & Bryson, Inc. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time We ask that readers notify us of any errors or of any 
*hanges or auditions of which they have any knowledge.) 


Akron, O.—Traffic Study Club of Akron. H. H. Lippold, 
Pres.; N. F. McNatt, Secy. and Treas. 

Albany, N. Y.—Capital District Traffic Association. J. M. 
O'Donnell, Pres.; M. J. Ford, Secy.-Treas. 

Anderson (Ind.) Traffic Club. R. H. Ross, Pres.: 
ner, Secy. 

Atlanta—tTraffic Club of Atlanta. 
Parker, Secy.-Treas. 

Baltimore—Traffic Club of Baltimore. 
Pres.; C. F. Johnston, Secy. 

Baltimore, Women’s Club of. 
Helen R. Becker, Secy. 

Bartlesville, Okla., Traffic Club. C. R. Musgrave, Pres.; E. C. 
Kitching, Secy.-Treas. 

Battle Creek (Mich.) Traffic Club. 
Eugene Wallace, Secy.-Treas. 

Binghamton, N. Y.—Greater Binghamton Traffic Club. W. O. 
Cooper, Pres.; Wm. Terray, Secy. 

Birmingham (Ala.) Traffic and Transportation Club. H. E. 
Parker, Pres.; W. E. Francis, Secy. 

Birmingham, Ala., The Women’s Traffic Club of. 
Chew, Pres.; Mrs. E. T. Boyd, Secy. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. C. F. Palmer, Pres.; W. M. Macomber, Secy.- 
Treas. 

Bridgeport (Conn.) Traffic Association. S. J. 
Pres.; A, Winter, Secy. 

Brooklyn, N. Y., Traffic Club of the Chamber of Commerce. 
W. C. Wayer, Pres.; A. C. Welsh, Secy. 

Buffalo Transportation Club. W. J. Sheridan, Pres.; M. B. 
Mason, Secy.-Treas. 

Camden (N. J.) Industrial Traffic Club. N. H. Lawton, Pres.; 
John Harrup, Secy. 

Canton (O.) Traffic Club. N. D. Simpson, Pres.; L. D. Ellis, 
pecy, 

Central Ohio Traffic Club. Claud Robison, Mansfield, Pres.; 
G. E. Sobers, Marion, Secy.-Treas. 

Charlotte (N. C.) Traffic and Transportation Club. 
J. Fella, Pres.; W. J. Kerr, Secy.-Treas. 

Chattanooga Traffic and Transportation Club. I. O. Payne, 
Pres.; N. W. Westbrook, Secy.-Treas. 

Chicago Traffic Club. W. Y. Wildman, Pres.; R. W. Camp- 
bell, Secy. 

Chicago, Junior Traffic Club of. E. H. Randall, Pres.; John 
Middleton, Secy. 

Chicago, Woman’s Traffic Club of. 
Benita Shears, Secy. 

Cincinnati Traffic Club. F. E. Luebbe, Pres.; J. E. Dorset, 
Secy. 

Clarksburg (W. Va.) Traffic Club. 
L. K. Auten, Secy.-Treas. 

Cleveland Traffic Club. H. M. Kmobel, Pres.; C. M. Park, 
Secy, 

Columbus O., Transportation Club. F. W. Fischer, Pres.; 
G. P. Dolle, Secy. 


Cc. O. But- 
F. B. Porter, pres.; G. E. 
Edward S. King, 


Marie E. Neussell, Pres.; 


E. C. Nettels, Pres.; 


Launa M. 


Heneghan, 


George 


Florence J. Cox, Pres.; 


R. C. Gaylord, Pres.; 
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Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B 
Darling, Chairman; P. F. McManus, Secy. 

Dallas Traffic Club. 
Secy.-Treas. 

Decatur (Ill.) Transportation Club. H. E. 
F. A. Walker, Secy. 

Des Moines Transportation Club. C. M., 
F. W. Reitze, Secy.-Treas. 

Denver Traffic Club. Guy Gardner, Pres.; E. F. O'Shea, 
Secy. and Treas. 

Denver Commercial Traffic Club. E. F. 
C. E. Berg, Secy.-Treas. 

Detroit Traffic Club. J. W. Hill, Pres.; F. H. Dowle, Secy. 

Detroit, Mich., Motor-City Traffic Club. A. P. Bruss, Pres.; 
J. R. Downey, Secy.-Treas. 

Elmira (N. Y.) Traffic Club. 
lor, Secy.-Treas. 

El Paso Traffic Club. C. D. Johnson, Pres.; F. C. Tockle, 
Secy.-Treas. 

Erie Traffic Club. F. M. McCullough, Pres.; W. M. Eismann, 
Secy. 

Evansville (Ind.) Traffic Club. N. A. Gerth, Pres.; J. W. 
Chandley, Secy.-Treas. 

Flint (Mich.) Transportation Club. L. S. 
H. U. Wileox, Secy. and Treas. 

Fort Wayne (Ind.) Transportation Club. A. P. Phipps, 
Pres.; C. L. Saurbaugh, Secy. 

Fort Worth Traffic Club. 
Todd, Secy.-Treas. 

Grand Rapids Transportation Club. J. E, Chamberlain, 
Pres.; G. F. Braunschneider, Secy. 

Green Bay, Wis., Traffic Club. W. F. McCloskey, Pres.; 
John Drury, Secy. 

Hamilton, Ont., Traffic Club. A. E. Rankin, Pres.; W. E 
Murray, Secy.-Treas. 

Hartford, Conn. Transportation Division, Hartford Chamber 
of Commerce. F. A. Kirk, Chairman; Miss F. G. Farrell, Secy. 

Houston Traffic Club. C. W. Mitchell, Pres.; W. E. Schubert, 
Secy. 

Indianapolis. The Traffic Club of Indianapolis. M. C. Saf- 
ford, Pres.; B. L. Mather, Secy. 

Jacksonville (Fla.) Traffic Club. J. H. Hendley, Pres.; J. R 
Crook, Secy.-Treas. 

Jamestown (N. Y.) Traffic Club. E. J. Dietsch, Pres.; H. L. 
Colburg, Secy.-Treas. 

Jefferson City (Mo.) Traffic Club. D. M. Oberman, Pres.; 
C. Morrow, Secy. 

Jersey City Traffic Club 
lington. Seev 

Kalamazoo Traffic Club. M. R. 
Shane, Secy. 

Kansas City Traffic Club. J. G. 
trell, Secy.-Treas. 

Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. J. C. 
Brenneman, Pres.; A. H. Spinner, Secy. and Treas 

Lehigh Valley, Traffic Club of The. R. W. Krantz, Pres.; 
W. N. Knecht, Secy. 

Los Angeles Transportation Club. 
Wilson, Secy.-Treas. 

Los Angeles, Calif. Harbor Traffic Club. D. W. Layne, 
Pres.; E. R. Toyer, secy.-treas. 

Los Angeles Women’s Traffic Club. 
Pres.; Cecile Lane, Secy. 
Los Angeles, Calif. 
Pres.; E. R. Wilcox, Secy. 

Louisville Transportation Club. H. R. Smith, Pres.; C. E. 
Payne, Secy. 

Mansfield (O.) Traffic Managers’ Division of the Manufac 
turers’ Club. C. K. Smaltz, Chairman; A. D. Caddell, Secy. 

Memphis Traffic Club. M. Lamon, Pres.; H. C. Osborn, 
Secy. 

Memphis—Women’s Traffic Club. Mary McHugh, Pres.; 
Lucile W. Cole, Secy.-Treas. 

Miami Valley (Ohio) Traffic Club. R. H. Hagerman, Pres.; 
Walter D. Tucker, Secy. 

Miami (Fla.) Transportation 
Pres.; J. L. Wells, Secy.-Treas. 

Milwaukee Traffic Chib. F. J. Mooney, Pres.; J. F. Faber, 
Secy. and Treas. 

Minneapolis Traffic Club. M. F. Smith, Pres.; W. E. Sem- 
mer, Secy. 

Minneapolis Junior Traffic Club. 
Prew, Secy. 

Montreal, Can., Traffic Club of. C. E. 
Elliott, Secy.-Treas. 

Muskegon Transportation Club. W. H. Long, Pres.; G. D 
Elliott, Secy.-Treas. 


Bloomquist, Pres.; 


Mitchell, Pres.; 


O'Shea, Pres.; 


M. C. Adams, Pres.; G. J. Tay 


Bryan, Pres.; 


F. A. Rohsenow, Pres.: D. H. B 


J. E. DeShazo, Pres.; J. J. Cul 
Musselman, Pt&s.; J. L 


Page, Pres.; A. A. Lut 


C. S. Booth, Pres.; L. G. 


Genevieve M. Staley, 


Rail and Water Club. G. R. Bower, 


Association. A. E. Curtis 


Lloyd Meyers, Pres.;: Lew 


Bonter, Pres.; A. E 


F. G. Robinson, Pres.;: G. J. Adamcik, 
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ATTENTION 
TRAFFIC MANAGER 


These seven specific services are tailored to 
fit your individual requirements. Check the list 
carefully to see how many of them you can use 
to supplement the present facilities of your 
traffic department. 


1. Watching Service (A _ Specific, Personal 
Service) 


Send us a list of your inbound and outbound com- 
modities, plant locations, and general territories to 
which your products move. All rate changes in tariffs, 
classifications, and supplements thereto; all complaints, 
petitions, and applications filed with the Interstate Com- 
merce Commission and Shipping Board (Intercoastal), 
and all orders and decisions thereof, as they affect your 
traffic, will be reported at once. Supporting documents 
will be forwarded without cost, except where a cash 
outlay is necessary. Wire advice of efforts to change 
rates on short notice, and suspensions of new rates will 
be given if desired. 

A single report may mean a great saving. 


2. Rate Analysis and Exhibits 


If you believe your rates are out of line we will 
analyze them, making suitable rate comparisons and 
digests of pertinent cases, in clear and specific terms. 
Exhibits will be prepared and manifolded if desired. 


3. Rate History 


Get down to bed rock to build. Using the Commis- 
sion’s complete tariff files, we will furnish, with effec- 
tive dates and tariff authorities as far back as desired, 
chronological statements of class‘fication ratings, or 
tariff rates or rules. We will also determine whether 
particular rates have been before the Commission in 
any proceeding, furnishing digests of Commission’s 
findings. 


4. Rate Quotations and Tariff Interpretations 


Rates will be quoted on any commodity between any 
points via any routes on interstate traffic, or on inter- 
coastal traffic via the Panama Canal. This service is 
especially important where complex situations are in- 
volved or the status of particular rates uncertain, or 
where resort to interpretation in the light of court or 
commission decisions may be necessary. 


5. Statistical Service 

We will locate any available government statistics 
and compile or assemble in form desired. 
6. Document Service 


Available government documents (including bills in 
Congress) will be promptly forwarded or reproductions 
will be made when necessary. 


7. General Research 


We solicit this work in connection with any business 
subject. 


Additional information about these services and their 


cost are yours without obligation if you will write, out- 
lining your requirements, to the 


SPECIAL SERVICE DEPARTMENT 


of the 
Traffic Service Corporation 


Mills Building Washington, D. C. 
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Newark Traffic Club. J. T. Sasso, Pres.; "W. W. Pierce 
Secy. 

New England Traffic Club, Boston. W. H. Blasdale, Preg. 
P. L. Stuart, Secy. 

New Orleans, Traffic Club of. J. J. Kornfield, Pres.; E. ¢. 
Marks, Secy. 

New York Traffic Club. W.H. Lancton, Pres.; R. H. Goebel, 
Secy. 

New York Traffic Forum. 8S. Moss, Pres.; C. Metz, Secy. 
York. J. E. Sweeney, Jr., Pres.; J. J. Scully, Secy. 

New York. Women’s Traffic Club of Greater New York 
Elsa L. Wendt, Pres.; Mary D. Hurley, Secy. 

New York, Traffic Club of Bronx Board of Trade. Max 
Seiferth, Pres.; W. E. Mathews, Secy. 

New York Metropolitan Traffic Association, D. G. McCabe, 
Pres.; Arthur P, Sullivan, Secy. 

Norfolk-Portsmouth (Va.) Traffic Club. H. V. C. Wade, 
Pres.; W. H. Cox, Secy. 

Oakland (Calif.) Traffic Club. H. H. Hinman, Pres.; F. W. 
Gleason, Secy. 

Oil City-Franklin (Pa.) Traffic Club. J. W. Fawcett, Pres,: 
Frank Baldwin, Secy. 

Oklahoma City Traffic Club. J. V. Russell, Pres.; A. W 
Jenkins, Secy. 

Omaha Traffic Club, C. O. Wolfe, pres.; W. V. C. MecCor-. 
mack, Secy. and Treas. 

Peoria Transportation Club. J. F. Hobin, Pres.; J. Walker 
Secy-Treas. 

Philadelphia Traffic Club. J. W. Babneu, Pres.; W. H 
Montgomery, Secy. 

Philadelphia, Traffic and Transportation Club of. W. G 
Fielding, Pres.; T. J. Bradley, Secy. (Junior organization.) 

Philadelphia—Commmnercia!l Traffic Managers of Philadelphia 
J. C. Davis, Pres.; T. Noel Butler, Secy. 

Philadelphia Women’s Traffic Club. Betty Hoffman, Pres 
Elizabeth Wiley, Secy. 

Pittsburgh Traffic Club. Robert Main, Pres.; A. H. Orr, 
Secy. 

Pittsburgh, The Traffic and Transportation Association of 
F. J. Ryan, Pres.; J. I. Gannon, Secy. 

Port Huron. Mieh—St. Clair River District Transvortatio 
Club. C. E. Miller, Pres.; O. L. Metzger, Secy. 

Portland (Ore.) Industrial Traffic Club. F. E. Lord, Pres 
E. F. Waller, Secy. 

Portland (Ore.) Transportation Club. W. F. Holtbuer, Pres.; 
D. Nielson, Secy.-Treas. 

Providence, R. .—Traffic Club of the Providence Champer 
of Commerce. W. B. Spencer, Chairman; E. C. Southwick, Secy 

Racine Traffic Club. H. F. C. Brown, Pres.; C. P. Henn, 
Secy. 

Reading (Pa.) Traffic Club. R. H. Wallace, Pres.; E. R 
Hintz, Secy-Treas. 

Richmond (Va.) Traffic Club. A. M. Smith, Pres.; H. A 
Atkins, Secy. 

Rochester, N. Y.—Traffic Club of the Rochester Chamber 
of Commerce. E. D. Davis, Chairman; F. W. Burton, Secy. 

Sabine District Traffic Club (Beaumont, Orange, Port 
Neches, Port Arthur). F. W. Nason, Pres.; B. D. Miller, Secy. 

Saginaw (Mich.) Traffic Club. J. C. McDonald, Pres.; E. C 
Cherry, Secy-Treas. 

St. Joseph, Mo., The Traffic Club of. L. A. Keck, Pres.; 
W. K. Lockwood, Secy.-Treas. 

St. Louis Traffic Club. J. R. Hundley, Pres.; S. E. Wilson, 
Secy. 

St. Louis, Junior Traffic Club of. G. A. Florida, Pres.; 
J. F. Kueper, Secy. 

St. Louis, Women’s Traffic Club of. Martha Moore, Pres.; 
Evelyn Puckett, Secy. 

St. Paul Transportation Club. C. E. Ryberg, Pres.; C. A 
Liggett, Secy. 

Salt Lake City, The Traffic Club of. H .G. Reynolds, Pres.; 
H. W. Ansell, Secy. 

San Antonio (Tex.) Traffic Club. R. V. Dover, Pres.; C. A. 
Willingham, Secy.-Treas. 

San Diego (Calif.) Transportation Club. J. J. Reynolds, 
Pres.; A. F, Chessman, Secy. 

San Francisco Transportation Club. J. A. Rettew, Pres.; 
R. J. Tozer, Secy. 

San Francisco. Pacific Traffic Association. A. V. Mattingly, 
Pres.; C. L. Meek, Secy. 

San Francisco Women’s Traffic Club. Margaret Teebay, 
Pres.; Helen Slattery, Secy. 

San Francisco Indugtrial Traffic Club. L. R. Keith, Pres.; 
R. F. Ahern, Secy. 

Seattle, The Transportation Club of. L. M. Curtin, Pres.; 
R. F. Janeck, Secy.-Treas. 
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: Ship and Travel via 
ILLINOIS CENTRAL SYSTEM 


PERSONAL SERVICE BY A TRAINED PERSONNEL 
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The Traffic Service Corporation 


Central Freight Association Decket 

Central Freight Association Hearings 

Central Freight Association Coal, Coke & Iron Ore Docket 
Eastern Commodity Rate Revision Cemmittee Hearings 
Illinois Freight Association Docket 

National Diversion and Reconsignment Committee Hearings 
National Perishable Freight Committee Docket 

New England Freight Association Decket 

New England Freight Association Hearings 

Southern Freight Association Docket 

Southern Freight Association Dispositions 

Southern Freight Association Coal & Coke Committee Docket 
Southern Ports Foreign Freight Committee Docket 
Southwestern Freight Bureau Docket 

Southwestern Freight Bureau Hearings 

Texas-Louisiana Tariff Bureau Docket 

Transcontinental Freight Bureau Applications 
Transcontinental Freight Bureau Dispositions 

Trunk Line Association Decket 

Trunk Line Association Hearings 

Trunk Line Coal & Coke Committee Docket 

Trunk Line Coal & Coke Committee Hearings 

Western Trunk Line Docket 

Western Trunk Line Hearings 

Western Trunk Line Dispositions 

Joint Hearings of Rate Committees 

Fourth Section Applications 

Fourth Section Orders 

Sixth Section Applications 

Sixth Section Permissions 

New Tariffs and Supplements Filed with the I. C. C. 
Tariffs Rejected by the I. C. C. 

Investigation and Suspension Orders 

Suspension Orders Vacated 

Released Rate Orders 

Express Tariffs Filed with the I. C. C. 

Shipping Board Bureau Tariffs—Intercoastal 

Shipping Board Bureau Tariffs—Other than Intercoastal 
Shipping Board Bureau Short Notice Applications 
Shipping Board Bureau Short Netice Permissions 
Shipping Board Bureau Suspension Orders 

Shipping Board Bureau Orders Vacating Suspension 
Tariffs Returned by the Shipping Board Bureau 
Consolidated Classification Docket 

Express Classification Docket 

Adoption Notices 

Address of Railroads and Steamship Lines Filing First Tariff 
Embargo Notices, Medifications and Cancellations 
Steamship Sailings 


Samples and full information free on request 
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Vol. LIV, No. 18 


Seattle Industrial Traffic Managers’ Association. Rk. ( 
Johnston, Pres.; Edw. Kavet, Secy. 

Sheboygan Traffic Club. E. A. Moynihan, Pres.; C. p 
Engeswick, Secy.-Treas. 

Sioux City Traffic Club. O. C. Scherer, Pres.; R. W. Griffin, 
Secy.-Treas. 

South Bend (Ind.) Transportation Club. D. J. McNamara 
Pres.; A. R. Corson, Secy.-Treas. 

Springfield, Ill., The Transportation Club of. M. L. Pieper, 
Pres.; H. G. Kaiser, Secy. 

Springfield (Mass.) Traffic Club. J. A. Murphy, Pres.: 
E, H. Chapman, Secy.-Treas. 

Spokane Transportation Club. E. L. Cardle, Pres.; F J) 
Greene, Secy.-Treas 

Stamford (Conn.) Traffic Club. J. M. Wright, Pres.; J, J 
Sheehan, Secy. 

Syracuse Traffic Club. J. F. Hohm, Pres.; F. M. Varah. 
Secy. 

Tacoma Transportation Club. W. C. Donovan, Pres.:; 
Davis, Secy. 

Terre Haute Transportation Club. P. M. Fagan, Pres.; 
Hollis, Secy. 

Toledo Transportation Club. F. M. Shelton, Pres.; 
Sass, Secy. 

Toronto, Can.—The Transportation Club of Toronto. 
Foy, Pres.; William G. Hamilton, Secy. 

Trenton (N. J.) Traffic Club. C. A. Hunt, Pres: G. E 
Mace, Secy. 

Tri-City Traffic Club (Moline, Rock Island and Davenport) 
J. C, Lang, Pres.; F. C, Forward (Moline), Secy.-Treas. 

Tri-State Traffic Club (Kansas-Missouri-Oklahoma). Ray 
Hill, Pres.; W. B. Schreier, Secy.-Treas. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly 
Pres: G. S. Glass. Serv. 

Tulsa, Okla.—Traffic Club of Tulsa. B. A. Everett, Pres.: 
Pat Riddle, Secy. 

Tuscarawas County (Ohio) Traffic Club. H. B. Bodenhamer 
Pres.; E. P. Harris, Secy. 

Twin City Traffic Club (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.: G. E. Riley, Secy. 

Twin City Women’s Traffic Club (Minneapolis and St. Paul) 
Edith Kroh, Pres.; Esther H. Curry, Secy. 

Utica (N. Y.). Traffic Club of Utica Chamber of Commerce 
B. J. Scholl, Pres.; C. E. Darrigrand, Secy. and Treas. 

Waco Traffic Club. W. E. Garrett, Pres.; R. K. Hall 
Secy.-Treas. 

Washington (D. C.) Transportation Club. F, E. Pennington, 
Pres.; L. M. Curry, Secy. 

Washington, D. C., Women’s Traffic Club of. Marie Wer 
mann, Pres.; Josephine Jones, Secy. 

Wheeling (W. Va.) Traffic Club E. C. Zepson, Pres.; P. H 
Michel, Secy. 

Wichita Traffic Club. Cc. C. Underwood, Pres.; Robert 
Young, Secy.-Treas. 

Wilmington, Del., The Traffic Club of. H. M, Fisher, Pres.; 
J. F. Curren, Secy. 

Winston-Salem Traffic Club. F. E. Cannon, Pres.; T. B 
Jenkins, Jr., Secy. and Treas. 

Worcester (Mass.) Traffic Association. W. F. Power, Pres.; 
Ernest Opitz, Secy. 

Wyoming Valley (Pa.) Traffic Club. C, E, Hippensteel, Pres.; 
J. U. Nichols, Secy. 

York (Pa.) Traffic Club. H. E. Eyster, Pres.; V. H. Bol 
linger, Secy. 


Personal Notes 


Elmer L. Beach, for a number of years senior examiner on 
the staff of the Commission and, since 1927, assistant general 
attorney of the Baltimore and Ohio, has been appointed assistant 
general attorney of the Chesapeake and Ohio, with headquar- 
ters at Richmond, Va., effective November 1. He _ succeeds 
Henry G. Fitzpatrick, who died. 

The Association of Railroad and Steamship Agents an- 
nounces the death of Charles Peter Clark, Jr., president of the 
Old Colony Railroad Company, and Walter Raymond, in later 
years owner and manager of the Hotel Raymond, Pasadena, 
Calif. The association will observe “football night” at the 
Boston City Club November 5. 

The Pennsylvania announces the following changes in the 
operating department: N.S. Menaugh, superintendent of freight 
transportation of the eastern region, will become general super- 
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intendent of telegraph of the system, succeeding James Buck- 
elew, who will retire; J. C. White, superintendent of the Phila- 
delphia Terminal division, will succeed Mr. Menaugh; Mr. 
White’s successor will be H. E. Wolcott, now superintendent 
of the Willlamsport division; E. C. Gegenheimer, now superin- 
tendent of the Toledo division, will take Mr. Wolcott’s place; 
Mr. Gegenheimer will be succeeded by D. K. Chase, now master 
mechanic on the Pittsburgh-Conemaugh-Monongahela divisions. 

Jack G. Ihnet, formerly with Werner Transportation Com- 
pany, Minneapolis, has been appointed freight agent for Glen- 
denning Transfer Service, St. Paul, Minn. 

The Foreign Trade Association of Houston has elected 
officers as follows: President, J. Russel Wait, director of the 
Port of Houston and president of the American Association of 
Port Authorities; first vice president, Frank Heafer, general 
freight agent, Burlington-Rock Island Railway Company; sec- 
ond vice president, William H. Meyer, district manager, Lucken- 
bach-Gulf Steamship Company; third vice president, E. T. 
Buchanan, president, Petroleum Navigation Company. H. L. 
Darton, assistant vice president, First National Bank, and Tim 
Lawler Evans, manager, foreign trade department, Houston 
Chamber of Commerce, were reelected treasurer and secretary, 
respectively. 

George T. Carmichael, formerly general auditor, has been 
elected comptroller of the New York, New Haven and Hart- 
ford, with office at New Haven. 

J. F. Sheehy, president of the Chicago Short Line Railroad, 
died October 30. 

William R. Huey has been appointed 
ager, Bemis Bro. Bag Company, Chicago. 

W. J. Healy has been appointed acting comptroller of the 
Great Lakes Transit Corporation, vice W. R. Evans, who died 
October 24. 

The Nelson Steamship Company announces the appoint- 
ment of Peter R. Zelins, commercial agent at New York, and 
A. C. Austin, eastbound freight agent at San Francisco. 

W. A. Harriman, chairman of the board of directors of the 
Union Pacific, has accepted the position, “for a limited period,” 
of administrative officer of the National Recovery Administra- 
tion, succeeding Colonel George A. Lynch, who is returning to 
active duty in the United States army. Mr. Harriman first 
came to the NRA as New York State compliance director in 
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August last year and subsequently was appointed a membe; 
of the Industrial Advisory Board, division administrator jp 
charge of construction and machinery, and special assistant aq. 
ministrator. 

Charles C. Cameron, Jr., foreign freight agent, Illinois Cep 
tral, St. Louis, died Nov. 1. He was president of the St. Louis 
Export Managers’ Club. 

Promotion of F. J. Tague to be auditor of freight receipts 
of the Boston and Maine, the Maine Central, and the Portland 
Terminal Company, is announced today by Comptroller G. Pp 
Glacy. Mr. Tague has been special assistant to the auditor oj 
freight receipts. He succeeds N. H. Ricker, who has been ag. 
signed to other duties. 


Docket of the Commission 


NOTE—items in the Docket marked with an asterisk (*) have 
been added since the iast issue of The Traffic Worid. New assign. 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too iate to show the change in this 
Docket will be noted eisewhere. 


November 5—Tulsa, Okla.—Examiner Macomber 
26455—Stanolind Pipe Line Co. vs. A. T. & S. F. Ry. et al 
26653—-Sinclair Prairie Oil Co. vs. A. T. & S. F. Ry. et al. 

November 6—Floydada, Tex.—Examiner McChord: 

1. & S. 3998—Switching charges at Floydada, Tex. 

November 6—Tulsa, Okla.—Examiner Macomber: 
15496—Carter VUil Co. vs. A. T. & S. F. Ry. et al. 

November 7—Pittsburgh, Pa.—Examiner Archer: 
26515—Eastern Brick Rates. 

26701— Walter Young vs. A. G. S. R. R. et al. 


November 7—Argument at Washington, D. C.: 
1. & S. 3963—Switching at Sioux City, Ia. 
26432—Cudahy Packing Co. et al. vs. Sioux City Terminal Ry. et a 
25292—-Shelbina Milling Co. et al. vs. C. B. & Q. R. R. et al. 
25293, and Sub 1—J. B. Busch Brewing Co, et al. vs. C. R. I. & P 
Ry. et al 
November 7—Tulsa, Okla.—Examiner Macomber: 
24487, and Sub. 1 to 28, incl.—Western Supply Co. et al. vs. A. T 
& S. F. Ry. et al. (and cases grouped therewith) (further hearing) 
November 7—Birmingham, Ala.—Commissioner Tate 
Ex Parte 115—Increases in freight rates and charges, 1934 


(further hearing 


If you’ve a shipment of any size to send 
anywhere, you may start it swiftly on its 
way by merely using the telephone and 
summoning Railway Express to your very 
door. Here’s how. 

In all important cities and towns Rail- 
way Express will pick up your shipment, 
speed it by the shortest route on swift 
passenger trains—and deliver it to desti- 
nation, without extra cost. 

We give a receipt on pick-up and take 
a receipt on delivery and the cost of Rail- 
way Express service is surprisingly low. 

Remember ...a telephone call to the 
nearest Railway Express agent will bring 
prompt service or information as to rates. 


The best there is in transportation 


RAILWAY 
EXPRESS 


AGENCY, Inc. 





No. 18 
— es 


*mber 
or in 
it ad- 


Cen 
Louis 


eipts 
tland 
G. F 
or of 


Nn as 


November 3, 1934 


SPEED 


IS THE ORDER OF THE DAY 


eSPEED with efficiency 


eSPEED with safety 
eSPEED with economy 


THESE DEMANDS ARE MET 


AT PORT 


HOUSTON 


FAST 
RELIABLE 
DEPENDABLE 


Between 
HOUSTON AND THE GREAT SOUTHWEST 
Or 


BETWEEN THE GREAT SOUTHWEST AND 
WORLD PORTS VIA HOUSTON 


J. Russell Wait 


Director of the Port 
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CALMAR LINE 


INTERCOASTAL SERVICE 


WESTBOUND SCHEDULE 
ARRIVES 








SAILS 





Voy- l ‘ae a 
STEAMER | ,.. =. Sen Alameda | Tacoma 
©. Baltimore! geiphia Angeles Francisco Oakland | Portland | Sesttle 
| Richmond 


MASSMAR | 15 | Sailed | Sailed |Arrived|Nov. 5 Nov. 7)Nov. 12 Nov. 14 
16 | Sailed | Sailed |Nov. 15|Nov. 19 Nov. 21 Nov. 26\Nov. 28 
Nov. 3\Nov. 7|Nov. 29\Dec. 3/Dec. 5 Dec. 10 Dec. 12 
Nov. 17|Nov. 21|\Dec. 13|Dec. 17/Dec. 19\Dec. 24,Dec. 26 
Dec. 1\Dec. 5/Dec. S7/Dee. 31\Jan. 2\Jan. 7\Jan. 9 
Dec. 8/Dec. 12\Jan. 3\ Jan. 7\Jan. 9\Jan. 14\Jan. 16 
Dec. 15|Dec. 19\Jan. 10\Jan. 14 Jan. 16\Jan. 21\Jan. 23 











For information regarding rates, etc., apply to nearest office: 


MOORE & McCORMACK CO., INC., Gen. Agts. SWAYNE & HOYT, LTD., Agents 

Baltimore, Md., 15 South Gay Street Los Angeles, Cal., 410 Chamber of Com- 

Chicago, ill., 140 Seuth Dearborn Street merce Building 

Detroit, Mich., 556 Book Bidg., Washington Oakiand, Cal., ist and Market Streets 
Boulevard and Grand River Portiand, Ore., 917 Board of Trade Bidg. 

New York, N. Y., Broadway San Francisco, Cal., 215 Market Street, 

Philadeiphia, Pa., Bourse Building Matson Building 

Pittsburgh, Pa., Oliver Buliding Seattle, Wash., i519 Railroad Avenue, 

Rochester, N. Y., Temple Buliding Seuth 





EASTBOUND SCHEDULE 
SAILS ey 





ee ___ ARRIVES _ 


Vey~§§ ——_—__—_—__ — —_— — 
STEAMER age Grays | Astoria | Stock-|Qakland) San | Los | New | Phila- | Balti- 
Ne. SeattleHarbor, Portland) tom (Alameda Francisco| Angeles' York delphia | more 


16 | Sailed \Omnitt’d Sailed | Sailed | Sailed Sailed Sailed Nov. 9 Nov. 13/Nov. 16 
14 | Sailed |Omitt'd Sailed | Sailed | Sailed | Sailed Sailed Nov. 22 Nov. 26 Nov. 29 
16 | Sailed |Omitt’d. Nov. 5\Nov. 9\Nov. 10,Nov. 10Nov.12.Dec. 3,Dec. 7 Dec. 
20 |Nov. 9/Omitt’d Nov. 15\Nev. 19. Nov. 20 Nov. 20 Nov. 22 Dec. 13'Dec. 17|Dec. 
15 |Nev. 17/Nev. 20 Nov. 22\Nev. 26 Nov. 27, Nov. 27 Nov. 29 Dec. 20Dec. 24/Dec. 
16 \Nov. 27\Omitt’d Dec. 2/Dec. 6 Dec. 8 Dec. 8 Dec. 10Dec. 31Jan. 4 Jan. 
16 Dec. 4)0mitt’'d Dec. 9'Dec. 13 Dec. 15 Dec. 15 Dec. 17 Jan. TJan. Il Jan. 


Subject to change and/or cancellation without notice, as regards 
Steamers, arrival and departure dates, and to Company’s right 
to omit scheduled ports and/or add other ports. 


ee! 


CUSTOMERS 
WILL BE 


PLEASED 


When the bill of lading reads “American 

Mail Line” both you and your Oriental 

customers know just when the goods will 

be delivered. Many customers insist upon 
this specification because of the dependable 
sailings of the President Liners to and from 
Seattle. One leaves every alternate Saturday; 
one arrives every alternate Tuesday, regular 


as clockwork. 


In addition, a fleet of fast cargo liners with 
frequent sailings to Japan, China and the 
Philippines. 

For information, apply desk No. 6 


21 West Street 

1714 Dime Bank Bldg Detroit 
110 So. Dearborn St.......++«++- . Chicago 
Union Trust Bldg. Arcade Cleveland 


General Freight Office 
740 Stuart Building................-Seattle 


Fast Freight and Passenger Service 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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Are You Making ‘the money 

you want? 
Many of today’s important, well-paid Traffic Managers 
were yesterday students of LaSalle training in Traffic Man- 
agement. By home study in their spare hours they qualified 
for every phase of transportation work; won the ability 
that assures advancement. Opportunities now greater than 
ever emphasize the need for traffic experts; somewhere in 
this field bigger earnings await YOU. Write today for our 
free 64-page book, which tells you this training story in full: 
shows you how quickly, thoroughly and authoritatively 
you may be able to prepare for promotions that come only 
to the expert! There is no obligation—and “doing it now” 
may lead you to a new career. 


Address Dept. 1195-T 


>» LaSalle Extension University, Chicago, III. 


WRAL ELIC 
FORMS 


Stock forms for all purposes. 
For Foreign and Domestic use. 
Constantly revised for accuracy. 
Write for descriptive circular. 


HORDER’S, Inc. 


231 S. Jefferson St., Chicago 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 


Successor to Keene & Ames 


Formerly Attorney and Examiner 
Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel and Attorney 
Southern Building 


WASHINGTON, D. C. 
Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 


TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR and 
Interstate Cemmerce and State Cemmission Cases 
Commerce 


Departmental Service 
815 Mills Bldg. Specialists 


WASHINGTON, D. C. 
HENRY J. SAUNDERS 


CONSULTING ENGINEER 


Cest and Statistical Analyses—Matters Relating 
te Rates—Censolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


PP PTTTTTTITITITITITIITITITITTTITTTLI LLL LLL 


Valuation 
Experts 
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November 7—Ft. Worth, Tex—Commissioner Mahaffie 
Ex Parte 115—Increases in freight rates and charges, 1934 
November 8—Washington, D. C.—Examiner Lawton: 


* 


Fourth Section Application No. 15667—Filed by J. E. Tilford, agey, 
November 8—Argument at Washington, D. C.: 

26331—Producers’ Cooperative Commission Assn. vs. Pa. R. R. et ») 
November 8—Washington, D. C.—Examiner Taylor: 

|. and S. 4041—Pick up and delivery service in Delmarva Peninsy 


November 9—Argument at Washington, D. C.: 
23279—Jos. Denunzio Fruit Co. et al. vs. A. T. & S. F. Ry. et a! 
Bowman Dairy Co. vs. C. & N. W. et al. 
November 9—Oklahoma City, Okla.—Examiner Macomber: 
26665—-F't. Smith & Western Ry. vs. A. T. & S. F. Ry. et al 
November 9—San Francisco, Cal.—Commissioner Aitchison 
Ex Parte 115—Increases in freight rates and charges, 1934. 
November 12—Chicago, Ill.—Examiner Archer: 
26515—Eastern Brick Rates. 
26701—-Walter Young vs. A. G. S. R. R. et al. 


November 12—Enid, Okla.—Examiner Macomber: 
26522—-Champlin Refining Co. et al. vs. A. T. & S. F. Ry. et a 
November 12—Washington, D. C.—iExaminer Davis 
* Finance No. 10630—Application BK. & O. R. R. for authority 
erate under trackage rights over the P. & L. E. Ry. betwes 
Keesport, Pa., and New Castle Junction, Pa. 
November 13—Harrisburg, Pa.—Examiner Trezise: 
26560—Intrastate bituminous coal rates from Wildwood, Pa 
November 13—Washington, D. C.—Examiner Williams 
1. & S. 4043—Rubble Stone from Southern to Northern points 
23683—-H. E. Fietcher Co. et al. vs. B. & M. R. R. et al. 


November 14—Washington, D. C.—Examiner Lawton: 

Fourth Section Application 15692—Filed by L. E. 
Leland, agents.—Sulphur. 

November 14—Argument at Washington, D. C. 

1. & S. 4017—Ex-lake grain from Ogdensburg to New England 

November 14—Wheeling, W. Va Examiner Disque 
26678—Wheeling Corrugating Co. et al. vs. B. & O. R. R. et al 

November 15—Argument at Washington, D. C.: 
26254—-Swift & Co. vs. St. L.-S. F. Ry. et al 
26306—-National Acme Co. vs. B. & M. R. R. et al. 

November 15—Kansas City, Mo.—Examiner Macomber 
26504—-Kanotex Refining Co. vs. A. T. & S. F. Ry. 
26658—-Carter-Waters Corp. vs. M. P. R. R. et al. 

November 16—Kansas City, Mo Examiner Macomber 

Kansas City Fuel Oil Co. et al. vs. A. T. & S. F. Ry 


November 16—St. Louis, Mo.—Examiner Archer: 
26515—Fiastern Brick Rates. 
26701— Walter Young vs. A. G. S. R. R. et al. 
November 16—Washington, D. C.—Examiner Glover 
Fourth Section Application No. 15479—Filed by B. T. Jones; Agent— 
Fertilizer and fertilizer material in central territory. 


November 16—Argument at Washington, D. C.: 
26309—-Dow Chemical Co. vs. A. C. & Y. Ry. et al 
26332—-Draper Manufacturing Co. vs. N. Y. C. R. R. et al 
26362—Cream of Wheat Corp. et al. vs. A. A. R. R. et al 
November 16—Chicago, Il Commissioner Aitchison: 
Ex Parte 115—Increases in freight rates and charges, 
November 16—Cincinnati, O.—Examiner Disque 
26622—Goldcamp Mill Co., Inc., vs. A. C. & Y. Ry. et al 
November 17—Argument at Washington, D. C 
26369—-Malleable Iron Range Co. vs. C. M. St. P. & P. R. R 
26377—Crandall Horse Co. et al. vs. B. & O. R. R. et al. 


November 19—Argument at Washington, D. C.: 
26392—American Agricultural Chemical Co. vs. B. & O. R. R 
26447—Armour Fertilizer Works vs. A. C. R. R. et al. 
26400—Fork Mountain Coal Co. et al. vs. C. N. O. & T. P. R: 

November 19—Kansas City, Mo.—Examiner Macomber: 
26475—Weyl-Zuckerman & Co. vs. A. G. S. R. R. et al 

November 19—Louisville, Ky.—Examiner Disque: 
23318—Auburn Mills et al. vs. C. & A. R. R. et al 
23851—Beaver Dam Milling Co. et al. vs. C. & A. R. R. et al 

November 20—Kansas City, Mo.—Examiner Macomber: 

23437, and Subs. 1 to 3, incl.—Southwestern Millers’ League et 
vs. A. T. & S. F. Ry. et al 
26704—-The Larabee Flour Mills Co. vs. A. T. 


Kipp and F. A 


& S. F. Ry. et a 


WANTED—Freight solicitors and individuals with shippers’ con- 
tact, who desire to build up an independent income incidental to their 
present activities. Write Frizzell & Co., Drexel Bldg., Philadelphia, 
Pa., for details. 


TRAFFIC MANAGER—An astounding and most extraordinar) 
national contest will start shortly, featuring prizes from the world 
leading sports store (Abercrombie & Fitch). Your participation as 4 
contestant will assist you in solving one of your most knotty problems 
Write for details. Sherlock Holmes, 115 Drexel Bldg., Philadelphia, Pa 


FOR SALE—Loose-leaf I. C. C. decisions in convenient binder f rn 
Address, Decisions, Traffic World, 418 South Market St., Chicago, Il 
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Merchandise Sterage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 


CROOKS TERMINAL WAREHOUSES 


? Storage and Distributing of Merchandise of Every Description: 
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For only a few dollars more than the 
lowest-priced 1'2-ton trucks, you can 
own this quality-built GMC T-18 of 
ample capacity for the job. During its 
lifetime, its small extra cost will be 
saved several times over, through 
lower operating and upkeep costs. 


This GMC T-18 is a big, husky, capable 
2-3 ton producer. It will haul loads 
and maintain schedules in a way you 
wouldn’t expect from lighter and 
cheaper trucks. Yet it carries no 
needless weight to eat up gas, oil 
and tire dollars. 


Like all other General Motors Trucks, 
the T-18 is ““engineered for the job.” 
Its wheelbase lengths are longer — 
140%" and 164%". Its weight distri- 


GENERAL MOTORS TRUCK COMPANY 
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MOTORS 


A Low-Priced All-Purpose Truck *675 


CHASSIS F.0.B. PONTIAC 





18 





bution conforms to S.A.E. standards. 


It has many outstanding design fea- ‘ 


tures, including heavier frame; full- 
floating rear axle with straddle- 
mounted pinion for maximum 
strength and longer life; stronger, 
drop-forged wheels; modern, centri- 
fuse brake drums that save on 
upkeep; and a valve-in-head GMC 
engine whose higher sustained 
torque insures faster deliveries, 
more trips, greater profit. And best 
of all, this worker and earner is $80 
lower in price than the average of 
other trucks of comparable size. 


A General Motors Truck representa- 
tive will be glad to supply additional 
information. A phone call will bring 
him to your place of business. 


GENERAL MOTORS TRUCKS AND TRAILERS 


PONTIAC, MICHIGAN 


ugh Our Own Y M.A C 
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The Entrance of Economy 


for all Canada and the 
Middle West « 


\ 
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MORE FREIGHT is handled on the piers of the Mystic Terminal Company 
than on any other water terminal property in Boston, because of its 
strategic location and unequaled facilities for shippers and distribu- 
tors of import and export cargo. 

A total pier area of one million square feet provides ample room for 
the handling of cargo with the utmost dispatch. The dockage space 
comprises thirteen berths with a total length of 7,106 feet. All the piers 
are served by the Boston and Maine R. R., with switching connections 
with the Boston and Albany and New York, New Haven and Hartford 
Railroads. 

Sprinklered buildings provide excellent storage space with lowest 
possible insurance rates. The location is the most accessible to the 
business and wholesale districts of any deepwater piers in the port of 
Boston. Two modern grain elevators have a capacity of one and one- 
half million bushels. There is a modern coal discharge plant with 
seven towers and an up-to-date coal storage bridge. 

An invitation is extended to all vessel operators, shippers, importers 
and exporters to inspect the property and analyze the methods em- 
ployed in its operation. A request for details incurs no obligations. 
The management is in the hands of executives who have had years of 
experience in warehousing and forwarding all classes of merchandise. 


L. J. COUGHLIN, Manager of Traffic 
D. J. HURLEY, General Superintendent é Feta or iY 


TIDEWATER 
TERMINALS 
Western Representative: RICHARD D. JONES, Western Traffic Manager GALLIED INLAND yy) 


—— HOUSES 


1646 Transportation Building, Chicago, Ill. 


BOSTON 


85 WATER STREET MT (CHARLESTOWN District) 


Affiliated with the CHAIN OF TIDEWATER TERMINALS, Harvey C. Miller, President 





